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Because of the close interrelationship of strategy and logistics,
and because of the size and the importance of the western European cam—
paizn, students of military affairs will long find it profitable to
search out sources of information on the significance of transportation
to the United States Army in invading France and cracking the renowned
Siegfried Line. The present monograph can be considered only a pre-
liminary study of the role of transportation and the work of the Trans-
portation Corps in building up imerican personnel and materiel strength
in the British Isles, mounting the United States forces for the amphibi-
ous assaults on Normandy and southern France, and supporting the Allied
advance into the heart of Germany. The monograph was prepared during a
period of several months prior to July 1946, when an increasing amount
of primary and secondary historical material was becoming available in
the War Department

The basic material for the monograph was obtained from the admir-
able and extensive quarterly historical reports and the statistical data
prepared by officers of the Transportation Corps in the European Theater
of Operations. Tnhese reports contain some inaccuracies and, occasion-
ally, some contradictory information, but they provide a mine of narra-
tive and documentary information, coupled with extensive photographs,
charts and diagrams. The statistical data, particularly the monthly
progress reports, also are rich in material essential to studies of U.S.
transportation activities in the British Isles and on the Continent.

The data, however, includes figures which cammot always be satisfactorily
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reconciled.

Additional sources have been the excellent Reports of the General
Board, USFET. These reports are studies prepared in Europe after the
campaign had been successfully terminated, in order to draw lessons of
military importance while theater documents were readily available, and
the memories of military leaders could be tapped before evenis grew dim
or were forgotten. Some of these reports also drew on the views of the
War Department. The theater Transportation Corps headquarters prepared
an extensive and useful Consolidated Operational Report on Transportation
Corps Activities in the European Theater of Operations, as well as spe-
cial studies of its operating units such as the Movements Division and
the Liotor Transport Service. Unfortunately, several of the General
Board Reports and the Transportation Corps headquarters studies reached
the War Department too late to be carefully sifted in preparing this
monograph.

Publications of other historical units in the European Theater and
of the Historical Division, Special Staff, War Department, also have
been drawn upon for pertinent information. The official reports of the
Supreme Allied Commander, General Dwight D. Eisenhower, and the War De-
partment Chief of Staff, General George C. Marshall, have provided sig-
nificant and helpful background material. The files of the Office of
the Chief of Transportation, Army Service Forces, including those of
the wartime Chief of Transportation, Major General C.P. Gross, and sev-
eral of the Divisions of his Office, have been made available to the
author of this monograph. Interviews with Transportation Corps offi-

cers returning to Washington from the European and the North African
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Among the significant factors which characterized American partici-
pation in the defeat of the German Army during World War II, was the
ability to procure an adequate number of troops an: supporting supplies
and equipment from the hastily mobilized resources of the United States
There also was the Allied capacity to move these troops and this war ma-
teriel to Europe — a factor which called for staggering amounts of ocean
shipping and the safe conduct of vessels through Atlantic shipping lanes
subject to patrol by Naz; submarine "wolf-packs". Furthemmore, there
was the fortunate existence of a large base, the United Kingdom, where
shipments of U.S. troops and cargo could be received in anticipation of
mounting a powerful amphibious striking force, and where the buildup of
readily available reinforcements and reserve stocks could be effected.

An account of the procurement of U.Se troops and supplies lies out~
side the scope of this monograph, but the shipping factor and the em-
ployment of the U.K. as a base are either important elements of trans-
portation, or elements which so closely affect transportation activities
that they invite elaboration. During the first four years of the war in
Europe, that is from September 1939 to September 1943, Axis attacks on
Allied shipping resulted in an overall tonmnage loss that was greater

than the amount of new ships ccnstructed.2 After September 1943, how-

1 The initials ®T,C." stand for the Transportation Corps, which was ac~
tivated in the U.S. on 31 July 1942. The T.C. was the successor of
the Transpartation Service, Service of Supply, which was activated
on 9 March 1942, Although this monograph generally distinguishes be-
tween the two titles, occasionally the better known "T.C." is em—
Ployed without strict adherence to chronology.

History of Convoys Enroute, prepared by Hgs. s Commander-in-Chief,
UsS. Fleet and Commander, Tenth Fleet, Navy Dept., 1939-1945, p. 2.
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ever, the rate of new construction enabled the buildup of a larger amount
of tonnage than had existed in the Allied shipping pool in 1939, and the
ever increasing number of available vessels permitted a notable spurt in
shipments of U.S. cargo and troops to Burope and other campaign areas,
Consequently, by 1 May 1945, it had became possible to deliver 4,162,070
troops and approximately 44,000,000 measurement tons of U.S. Army cargo
to Buropean port.s.3

This remarkable record stands as a tribute to the Allied shipbuild-
ing industry because of its output, and to the Allied Navies and Air
Forces because of their successful efforts to neutralize the Nazi sub-
marine campaign. It also reflects credit on the U.S. Army's ability
in a relatively brief period to load efficiently in America, and dis-
charge and distribute appropriately in Europe, its share of the troops
and supplies necessary to defeat the stronger partner of the European
Axis, The extent of the shipping accomplishment is indicated by com-
parison with World War I, when 2,092,277 American troops and an esti-
mated 8,883,297 measurement tons of U.S. Army cargo were dispatched from
U.S. ports to all overseas theaters.’*

Despite the shortage of shipping which had accampanied American en—
try into the war, in January 1942 the U.S. began what proved to be a
long drawn-out task of building up its military strength in the British

Isles in preparation for a cross-Channel invasion of the Continent.

3 T.C. Monthly Progress Report, Statistics Branch, OCT, Comzone, ETOUSA,
4 30 June 1945.
Coamparative Data, World War I - World War II, prepared by OCT, ASF,
July 1943. The figure for troops embarked during World War I embraces
the movement of persormel to Europe cnly, a record of embarkations to
other areas, if any, not being available,

-2-
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The buildup p 'iod became Xte nitial decision to under-
take the invasion in September 1942 was later revised in favor of a
prior cocmitment to a campaign in North Africa. The cate for a cross-
Channel assault was postpmed, ultimately wntil June 1944, partly be-
cause there was not a sufficient number of available Allied vessels to
meet simultanecusly the shipping requirements of the various theaters of
operation.

Even after September 1943 when the Allied shipping pool began to
increase and Allied plans called for concentration on the buildup of
American military strength in preparation for the Continental invasiom,
meeting the demands of other theaters occasionally took precedence over
shipments to the United Kingdom. Nevertheless, from a negligible amount
in the summer of 1943, monthly receipts of U,S. Army cargo in the U.K.
rose to & peak of 1,482,294 measurement tons during May 1944, bringing
the total receipts at the end of that month to slightly more than
14,000,000 measurement tons. Similarly, the number of U.S. troop ar-
rivals at the same destination increased from practically zero during
April 1943 to a peak monthly figure of 216,700 during April 1944. By the
following 1 June a cumulative total of slightly more than 1,670,000 Amer-
ican troops had debarked in the British Isles.

A fortunate result of the lengthy buildup period was that it per-
mitted the development of an experienced U.S. Army Transportation Corps
organization in the British Isles. While functioning with the British
military and civilian transportation agencies during a period of two
years, the Transportation Corps unit worked out satisfactory shipping

procedures for the heavy flow of cargo from the U.S., and appropriate

RESTRICTED  ~ >~



sbebstiditaidtitl,

RESTRIETED

methods of distributing incoming troops and cargo respectively to camps
and storage depots. Furthermore, by participating in outloading the
assault and follow-up forces for the North African campaign, which began
8 November 1942, the Transportation Corps unit in Great Britain gained
valuable experience for the task of outloading the much larger American
Normandy assault and follow-up force of 1944. In other words, time and
experience permitted the T.C. to accomplish a more orderly buildup of
U.S. Army strength in the U.K. and to assist in mounting the Continental
assault force in 1944 with much greater efficiency than it could have
effected either in 1942 or in 1943. This buildup period will now be

examined in greater detail,

Commencing the U.S, Army Buildup in the U.K.

During World War I the Hritish Isles had played a subordinate role
in U.S. shipments to Burope, because from the time of the American entry
in 1917, French ports, railways, roads, camps and depots were available
for the distribution, storage and quartering of American troops and
cargo. The British Isles were used chiefly as a transfer point for
American troops, who were held for only a few hours, or at the most a
few days vpon arrival in England, before being transferred to cross-
Channel vessels. Encampment facilities were provided in only two large
staging areas, one at Winchester with a capacity for 20,000 men, and one
at the racetrack at Liverpool with a capacity for 20,000 men.” Only a
relatively small staff of U,S. Axmy men was then required in the U.K.

as shown by the fact that only from 6 to 10 officers and 10 enlisted men
3 —

Memo to Brig.Cen. T.H. Dillon from Col. F.M. Franklin, 6 May 1942.
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were stationed at Liverpooi. vachments were stationed in
the Bristol Channel ports, and at Glasgow, Hull and Dover. This auxil-
jary role of the British Isles and the smallness of the U.S. Army detach-
ments stationed there during Vorld War I, stand in striking contrast to
World War II, for on 1 June 1944 there were 1,526,964 U.S. troops in the
U.K., of which 462,865 wers service trocps, and 18 general depots, 10 re-
placement depots, mmerous storage depots for the various technical serv-
ices and the Air Forces, salvage centers, cemeteries, POW inclosures,
training centers, and a variety of other installaticns.6

American reliance on the British Isles as a base during World War II
began when the first personnel shipment, consisting of 4,058 American
troops, arrived in North Ireland on 26 January 1942. This shipment was

intended primarily to assist in the protection of the U.K., but it also
was to pave the way for future American activities in Europe. The de-
fenses of the British Isles had been seriously weakened by the dispatch
of large numbers of British troops to the Middle and Far East.

In so far as this first shipment was to prepare for future activi-
ties in Europe, it was based on strategic considerations which held that
the German forces must be defeated prior to an all-out assault against
the Japanese.7 The strategy to be followed in Europe was the result of
a debate during the latter part of December 1941 and the early part of
January 1942, as to whether or not an initial Allied attack should be

6
Service of Supply, ETOUSA, Installations and QOperating Personnel in
7 the U.K., Section II, 30 June 1944.

Report: "Data Prepared by the Operations Division", War Department
General Staff, undated and unsigned. Copy #7 in files of Maj.Gen.
CeP. Gross, Chief of Transportation, ASF. Received in Maj.Gen. Gross'
office, 15 July 1942.
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launched in westerm Europe or in North Africa, As General G.C. Marshall
has explained in his 1941-1943 Biemnial Report to the Secretary of War,
the lack of available shipping and assault craft at that time s led to
the decision to abandon cansideration of an attack on North Africa and
to concentrate on preparations for the invasion of western Europe.
Preparations for a buildup of U.S., troops in the U.K. during the
initial months of 1942 were temporarily suspended, however, because of
a Japanese threat to Australia, requiring the prompt dispatch of rein-
forcements to General Douglas Macirthur in the Southwest Pacific. All
available personnel ships in the Atlantic were hurriedly shifted to
carry reinforcements in the Pacific. Consequently, not until May 1942

was it possible to commence heavy shipments of U.,S. troops and cargo to

the U.K. i
Meanwhile, planning for the invasion of Europe was pushed in both {
the U.S. and the U.K. The first tentative invasion plan was completed

at the London planning Headquarters by 30 uay.s It ias revised on 25 June,

and then when during July the Allied decision was made to launch an attack

on North Africa during the fall of 1942, another revision of the cross-
Chamnel invasion plans became necessary, Looking ahead, it might be
noted that the third plan was adopted during November 1942, and this in
turn was revised in the following year.

During April 1942 prospects of heavy shipments of U.S. Army cargo

appear to have prompted a request from the British Staff Mission in the

U.S. for the assignment of a represemtative from the Office of the Chief

forch ~ its Reiation With the ETO, Monograph prepared by Capt. M.
Yarmon, Historical Unit, Headquarters, ETO, 1945. Copy in files of
Historical Unit, OCT, ASF, Wash., D.C.
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of ira Hortati tles
n respense, on 24 April the rtzent je 2 F.S. hoss
to serve as the liaison officer. 1s orders were d onlr two vs
before he was scheduled to fill & .osition as co= z tank regi-
rent in the 10th Armorec sion., Iowever, 1085 was weil quali-

fied ‘or his more recent assignment, for he had closaly st iled military
transportation, had obtained considerable experience in the civilian
railroad field, and had served as a staff officer under Colonel C.P.
Gross, Chief of Transportation Division, G-4, General Staff.lo

Before Colonel Ross departed, Lajor General J.C.H. 1ee was appointed
to head a U.S. supply mission to the British Isles, and was instructed
to set up a Service of Supply organization similar to that in the War DNe-
partment, Major General Lee selected a number of officers to head his
general and technical staff sections, and his entire party, including
Colonel Ross who was to serve as Chief of Transportation, departed for
the U.X. during May.

While in the U.S. Colonel Ross worked out the initial plans for his
transportation organization in accordance with his belief that men ex-~
perienced in various forms of transportation, such as shipping, rail-

roads and highway operations, should be commissioned in the Army and

9 praft of a cable addressed to Maj.Gen. J.E. Chaney, USFOR, London,
from Lt.Gen. G.C. Marshall (no day given), Apr. 1942. Another docu~
ment states that on or about 15 April 1942, Major Ceneral Chaney re—
quested Transportation Service persomnel for liaison with the Brit-
ish, and on the basis of this request Col. Ross was selected to head
a group of such personnel, Memo to C.C, Wardlow from Col. C.C. Caven—
dar, 23 Sept. 1942,

Army Transportation Journal, "Ross of ETO" by T/5 Irwin Ross, Apr.
1945.

10
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appointed to a position suited to their particular experience.n In
order to make such a staff function smoothly, Colonel Ross endeavored
to place an Army officer in juxtaposition to each commissioned civilian,
Initially, his staff consisted of an Operations, a Plamning and Liaison
and an Administrative section, for which he selected certain key person-
nel before leaving the U.S. Other staff members, particularly transpor-
tation specialists, were secured after his party reached the U.K., from
among representatives of American business firms operating in Burope.

In one respect it was fortunate that Colonel Ross had received a
free hand in plamning the organization he headed, because he believed
that it was essential to centralize control of all forms of transporta-
tion operating in a communications zone. For a time, he was assured of
authority over inland waterway, port, rail, motor transport, and pipe-
line operations as well as preparations for mounting amphibious assault
forces ,12 but as will be explained, some of these fields later were di-
vorced from his jurisdiction either temporarily or permanently.

It might have been possible to continue centralized control of trans-
portation activities if War Department regulations had authorized it s but
vhen the U.S. entered the war, the current manual dealing with theater
organization (FM 100-10), provided for decentralisation. The manual as-
signed some transportation functions to the Engineers , soms to the Quar-
termaster, some to an Air Transport Command and same to a Motor Transport

Service attached to the commander of the commmications zoae., Issued on

The Story of Transportation in the U.K., May 1942-Sept. 1943, pp. 7£f.
Certain copies of this volume are labelled "Supplementary History of
the T.C. j.n ﬂle ETO, 19&-19&30"

;;Z;mal letter to Maj.Gen. C.P. Gross from Col, F.S. Ross, 25 Aug.
. .
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9 December 1940, the manual necessarily did not include reference to the
Transportation Service (the predecessor of the Transportation Corps),
which was not established until 9 March 1942, Furthermore, the manual
was not revised to provide either a measure of centralized control or
recognition of the T.C. until 16 October 1943,

“hile Hajor General Lee's small staff was becoming acquainted with
the problems it would face in the U.K., the Service of Supply in the U.S.
was rushing preparations for the shipment of men and materiel to effect
the buildup of American strength in the U.K. The buildup was carried on
under the code name "Bolero", and according to the preliminary planning
of the first week in May, preparations were to provide for an invasion

311:.

of the Continent on a six~division front during September 1942.:l
was recognized, however, that the troop strength required for the inva-
sion would depend largely upon developments on the eastern German front
during the summer of 1942. If the Russian Amy held out, and the U,S.-
British assault was successful in maintaining a foothold on the Conti-
nent, by the following April (1943), the Allies would seek to enlarge
their foothold with heavy reinforcements. The plan called for placing
1,000,000 U.S. troops in Europe by April 1943, and another 1,000,000 men
by the end of that year.

American officials understood that a preinvasion buildup would place
a great strain on the British railroads. 1In view of Great Britain's need
for additional railway rolling stock and locomotives in the previous war,

and the burdens already placed on her transportation facilities during

World War II, it was foreseen that a considerable amount of assistance

13 uinutes, 505 Staff Conference, Washinzton, 7 May 1942.

- 10 -
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from the LS. in tas }"omci‘rolhﬂf stock and railroad troops would be
reguired. . ﬁﬁtéric;én ‘conclusricrms aion;' these lines were furthered b; a
visit of Lt. General Brehon Somervell to the U.X. during the latter part
of ‘av, as well as through studies undertaken by representatives of the
Chief of &n-~ineers, S0S, and llajor Gemeral Lee's staff,

Upon his return %o ths %.S. Li. General Somervell reported that he
had found three outstanding difficulties to be overcome in the U.K.u'
The rreatest difficulty, he asserted, concerned transportation. There
was certain to be a shortage of labor for unloading ships and for load-
ing cargo on railroad cars for distribution within the British Isles.
He instructed the Chief of Transportation, S0S, Brigadier Gemeral C.P.
Gross, to prepare port battalions for dispatch to the U.K. at the earli-
est possible date. The second problem concerned the assembly, servicing
and distribution to destination of trucks which would be shipped from
the U.S. in a knocked-down condition. Finally, there was a large con-
struction program, necessitatinz the early shipment of construction
troops and equipment, for building airfields from which to launch as-
saults on the Continsnt. The program would require an estimated 90,000
to 200,000 laborers in building airports needed by the American forces.
Parenthetically, it should be noted that Lt. General Samervell studied
requirements for other types of transportation assistance (such as the
amount of small boat equipment, unloading gear, landing craft and rail-
road equipment) which the U.S. would be called on to furnish the British

government,, 15

Y% Tvid, 9 June 1942.

15 Memo to Lt.Gen. B. Somervell from Brig.Gen. C.P. Gross, 16 May 1942;
and SOS Conference lieeting Minutes, 9 June 1942,

RESTRICIED - 1 -
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Army authorities in the U.S. also struggled with the problem of
securing the shipping necessary to implement a fluctuating Bolero pro=-
gram, and the related problem of reception capacities in the U.K. On
12 May the Chief of Transportation, SOS, estimated that there would be
a surplus of available cargo vessels over and above the number required
for the transportation and maintenance of U.S. troops destined for the
U.K., in the following amounts: June - 18 ships; for July - 46 ships;
for August - 36 ships.l6 Lt. General Somervell inquired of the British
whether or not they could handle cargo from these vessels in addition to
the cargo they had already agreed to receive. He also endeavored to se—
cure an earlier loan of British transport ships than had been previously
agreed upon. The records available to the author of this monograph do
not reveal the outcome of t'hese inquiries, although on 9 June Lt. General
Samervell reported that the question of British transports was still
under discussion.

In any case, schedules for both troop and cargo sailings were sub-
Ject to periodic revision during the summer of 1942. During the latter
part of June an earlier schedule for troop shipments to the U.K. was re-
vised in the expectation of embarking 15,000 U.S. troops in July, 56,600
in August and 52,000 in Septenber.l7 At the same time the cargo ship-
ments schedule was revised to 128 vessels sailing during July and 89
during August. This revision also was subjected to change, as reflected

in the following tabulatimn of ship arrivals from the U.S., troops de-
16

Ibid, 14 May 1942; and memo to Lt.Gen. B. Samervell cited in preced-
ing footnots.

Cable to C.G., USFOR, London (SPTS0/453 - 20 June 1942) from Lt.Gen.
B. Somervell.

17
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barked anc ‘:arg dis iarg . first nine months of
1942:]'8

ship Arz':i.valsl9 U.S. Army U.S. Army
Month From the U.S. Troop Debarkations Cargo Discharged

(1ong tons)

January 1942 2 4,058 108
February 3 -— 9,222
March 8 7,904 11,707
April 2 —_ 5,078
HMay 16 24,682 - 46,353
June 16 19,446 33,720
July 20 26,149 75,791
August 67 73,869 186,262
September 93 28,809 239,237

Establishing the T.C. in the British Isles
It has been remarked that Colonel Ross and his staff had to leamn

20
the hard way how best to fulfill their assigmment in the British Isles.
Not only in regard to the type of their organization but in becoming ad-
justed to the British military and wartime transportation agencies, U.S.

Army transportation personnel had to plow new fields, These British
agencies may be divided into two groups, military and civilian.zl

The civilian group was headed by the Minisiry of War Transport
(MRT), the duties of which corresponded roughly to those of the Ameri-
can War Shipping Administration, although they also extended into the

field of land transportation. Subordinate to the MWT was a Sea Trans-

18 Progress Report prepared by Statistics Branch, T.C., SOS, ETOUSA,

15 Oct. 1942.
19 this tabulation is only approximately correct as to months, because
the tabulation originally was prepared weekly. Furthermore, it in-
cludes only ships carrying 500 or more troops and 1,000 or more long
tons of U.S. Army cargo. The totals of all ships arriv:lng in the
U.K. with U.S. Army troops or cargo were: May - 32; June - 60;
July - 76; August - 97; September - 165.
The Story of Transportation in the U.K.,p. 70.

21 pistory of the T.C. in the ETO, Vol. I, pp. 6-7.

20
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port Service, commonly referred to as "Sea Transport®. The latter agency
was staffed with British Naval officers, and exercised control over all
shipping to and from the British Isles, and all port operations. The
MAT also had established a Diversion Committee which met frequently in
London, a week or ten days before the expected arrival of all incoming
vessels, and allocated each to the port most capable of handling its
cargo or passengers.

Broadly speaking, the principal British Army transportation agen-
cies consisted of a general staff unit, the Movements Branch of the of--
fice of the Quartermaster General (the Branch exercised movement control
through Movement Control persmnel), and the Transportation Services,
which was a unit of the Royal Emg:'meers.22 These two agencies were
headed respectively by a Director of Movements and a Director of Trans-
portation, who controlled all types of Army movements and the operation
of military transportation facilities. In other words, in ccntrast to
the essential unity provided for by the U.S. Army Transportation Corps
(after control of the Military Railway Service was transferred to the
T.C. from the Corps of Engineers in November 1942), the British relied
on two organizations. As an additional factor, the Royal Air Force op-
erated a Movement agency of its own, technically in close liaison with
the British Army Movements agency.

Because during the war civilian personnel continued to operate at

22 yemo to the A/COT for Operations, ASF, from Maj. D.L. Haviland,

Transportation Branch, British irmy Staff, Wash., D.C., 18 Oct. 1943;
and Memo to OCT, ASF, from Capt. C.R. DeArman, 16 May 1945. Line of
commnication trucking was the province of the Royal Army Service
Corps, functioning under the OQMG. In the field the Movements and
Transportation Services generally were placed under a Movements and
Transportation Officer, responsible to a Deputy QMG.
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British ports anv on Brit NG ie Tirectcr of Transportation
Gid not have to assign British troops to them, nor was he directly con-
cerned with such facilities in the British Isles, Hence his contacts
with the T.C. were not extensive. Incidentally, the situation on the
Continent after June 1944 was different, although generally speaking,
even there the American and the British Armies operated transportation
facilities independently of each other in given areas, and therefore con-
tinued to have little direct contact.

The British Movements agency, however, and the T.C. had to cstab-
lish a close working relationship. The experience of the retreat from
Dunkirk had taught the British Army the value of controlling all mili-
tary movements in order to prevent bottlenecks and insure rapid and effi-
cient movement of cargo and personnel. From this experience arose the
creation of the Movements Control staff which had vital work to perform
on the "tight little Isle®, particularly as large quantities of American
cargo and large movements of American troops taxed the transportation
facilities.

The Director of Movements' staff operated on a decentralized basis
through Movement Control officers established in each of the seven mili-~
tary Commands into which Britain was divideds The Commands, in turn,
were divided into Districts, also containing Movement Control officers,
who relied heavily on Rail (and Road) Traffic Officers (RTOs) statiomed
at all principal shipping points. Perhaps it should be added that the
control of railway operations, as distinct from railway movements in
Great Britain, was exercised through a Central Executive Board under the
MAT,
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It was into this transportation setup that Colonel Ross and the
initial contingent of U.S. Transportation Service troops stepped in May
1942. Colonel Ross established the Transportation Service headquarters
in London near the SOS headquarters, and, as will be more fully explained
below, he shortly began detailing Transportation Service units and per-
somel to assignments with the British Kovements organization and Sea
Transport in areas where the handling of incoming American personnel and
cargo was important. In this way, Transportation Service troops could
best learn the workings of the British system,

The character of these assignments, and in fact the future of the
Transportation Service, became one of the first problems that Colonel
Ross faced in the British Isles. Officials of the British Army believed
that American Transpartation Service personnel should be appropriately
incorporated in the existing Movements and Sea Transport agencies, but
Colonel Ross! orders as well as his convictions forbade such a st.ep.23
It was then suggested that the U.S. develop its own transportation or-
ganization, handling all of its own movements. This method would bring
about complete unity of cammand under the S0S, but it also would mean
the existence of two organizations both performing the same type of work
and both making demands on British railroads and shipping facilities.

Since the demands of separate British and American agencies would
be likely to conflict with each other, resulting in a great deal of

wasted time, Major General Lee recommended that joint control be estab-
23

The Story of Transportation in the U.X., pp. 15ff. Colonel Ross
stated that since the bulk of his organization would eventually be
transferred to the Continent, where it would have to control move-
aents on exclusively American lines of communication, he desired to
prepare the T.C. for functioning independently there.
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lished, sc that th wouls iven athority to
handle American movements, with o a2 minimum of control by the British
By the time the plan was proposed the British Isles were receiving such
quantities of American goods and persomel that British officers, with
Transportation Service personneil operating alongside them in the capa-
city of assistants and students, could no longer handle all moves. GCon-
sequently, the British accepted liajor General lee's surgestion, and thus
the integral character of the OCOT was assured.

About two months after the Chief of Transportation had established
headquarters in London, the entire SOS organization was moved to Chelten-
ham in the Midlands d:i.swhr:i.c‘l;.24 This move soon required a revision in
the Transportation Service headquarters organization. It could not op-
erate without the cooperation and information furnished by the various
U.Se supply services, and, equally important, it required liaison with
the British headquarters in London. Therefore, Colonel Ross divided his
staff, leaving the Administrative Division at Cheltenham and moving the
Operations and Planning and Liaison Divisions back to London. Mainte-
nance of two headquarters involved much duplication of work, and since
both headquarters were short of persommel, the resulting difficulty was
resolved eventually by transferring nearly all the transportation staff
headquarters back to London, leaving at Cheltenham only a small group to

insure the proper disposition of freight and to handle the dissemination

24 Ibid, p. 11. Incidentally, the European Theater of Operations, U.S.
Army (ETOUSA), was established 8 June 1942, succeeding the U.S. Armed
Forces in the British Isles.
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of pertinent information from the other supply ser\ri.ces.25 ﬁi’

Initial Plans for Cross-Chamel Operations ‘
While working out initial problems of establishing an American

transportation staff in the British Isles and assigning transportation
persomnel to assist the British in handling American troops and cargo,
the Chief of Transportation participated in planning for future opera-
tions. The first tentative plan drawn up in the theater was dated 30
May 1942, and as previously stated, an official plan was completed on
25 June. This plan dealt both with projected operatioms on the Conti-
nent, then carried on under the code name of Roundup, and the American
buildup in the British Isles (Bolero). The Bolero plan of the theater
Service of Supply was revised on 6 July. Although this plan was aban-
doned when strategic considerations fostered the decision for an Allied ﬁ o
assault on the North African coast in the fall of 1942, for purposes of
canparison with later plans for a cross-Channel assault, and as an indi-
cation of the difficulties that would have had to be surmounted for un-
dertaking an invasion of Europe in September 1942, the transportatiom
ammex to the 6 July plan may be briefly summarized.

The transportatim amex was prepared in the Office of the Chief of

Transportation (OCOT). It stated that during the initial Bolero period,

British transportation agencies and facilities would be utilized for the

25 Another problem for the OCOT was the transfer of the U.S. Military
Railway Service from the Corps of Engineers. Since this transfer
did not occur until 16 November 1942, it did not affect OCOT prepa-
rations for koundup or for Torch (the code name for the attack on
Korth Africa).
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reception and distribution of [.S. supplies and perscnnel.26 However,
U.S. transportation personnel would be introduced and trained for short
periods, thus affording assistance to British agencies wherever required.
In particular, British port labor and equipment would be supplemented by
such American equipment and port battalions as necessary. On the other
hand, no U.S. railway troops were to operate British railways, other
than those at U.S. depots.

The plan also contemplated receiving ultimately in the U.K. as many
as 120 U.S. Army cargo vessels a month. It recognized that the shortage
of certain types of port equipment in the U.K., together with the fact
that some harbors were unable to receive the larger vessels, might make
impractical the assignment of an entire British port to the U.S. forces.
Consequently, sufficient berthing space was to be allotted to meet Ameri-
can shipping requirements in any one of a score of British ports. In-
coming U.S. ships would be allocated to the port which would be best able
to handle them, in the light of the destination of their cargo.27

The plan noted that vehicles already were being shipped automati-
cally from the U.S. on the basis of tables of organization of troop units
scheduled for assignment to the theater. Furthermore, provision had been
made for the automatic replacement of wehicles. The plan pointed to the
necessity for packing automotive parts and supplies for overseas ship-
ment in standard lots, each lot to contain all the assemblies, parts,

accessories and motor supplies required for one year's maintenance of
26

Memo to the C.G., SOS, ETO, from Col. F.S. Ross, 6 July 1942.

27 The plan referred to the fact that port equipment necessary to op-
erate 24 berths simultaneously was required and that this equipment
had been requisitioned from the U.S. on 14 May 1942,
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types of vehicles to be shipped to the British Isles, Furthermore,
it recommended that each chief of a supply service in the U.S. should
be directed to include in each shipment of special vehicles for which
he was responsible, a 12 months' supply of spare parts,

No reference was made in this supply plan to the number of motor ve-
hicles which would be required, but the 30 June plan had called for the
shipment of 112,000 vehicles during June, July and August.28 These ve-
hicles, with necessary spare parts and supplies, would require 1,400,000
measurement tons of cargo space.

It was estimated that the British railways would require 400 U.S.
2-8-0 type locomotives for handling Bolero traffic. Some of these loco-
motives would become available for operations on the Continent. There
also was an immediate need for 15 switch locomotives required for opera-
tions at U.S. depots, which had been requisitioned from the U.S. on 15
June.29 The transportation ammex failed to mention the need, brought
out in a Corps of Engineers' study, for 200 railway "war flats" to as-
sist the British railways in handling Bolero traffic.

The plan for transportation operations on the Continent had not been
sufficiently developed by 9 July to permit final presentation. However,
tentative estimates were prepared showing the port equipment and the
number of railway locomotives and railway cars which would be required.
Under the assumption that only one major port would become available

immediately following the assault, and that another major port would

0
<O

Bolero Plan, undated, received in the Planning Div., OCT, S0S5, with
a pencilled date 30 June 1942.

The Chief of Engineers in the U.S. already had been authorized to
procure 275 switching locomotives. Memo to Chief of Engineers, SOS,
from Brig.Gen. LeR. Lutes, 19 June 1942.

29
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become available shd¥t ¢ thereafter, he CCOT drew a list of port
equirment which would be required not only to replace damaged dock fa-
cilities but to provide the additional equipment necessary for discharg-
ing monthly approximatelr 200 vessels lifting 3,000 ceadweight tons of
CAargo.

The plan also contained estimates of the number of locomotives and
railway cars which would be required for immediate operations on the
Continent, and the total amount of railway equipment which ultimately
would be required to support a projected force of 6,000,000 troops.
These estimates challenged the productive capacities of both the U.K.
and the U.S., but afforded a preview of what ultimately might be re-
quired vhen the invasion of the Continent actually was undertaken.
They called for 1,000 locomotives, 50,000 box cars, 30,000 gandola
cars, 16,000 freight cars, 2,000 refrigerator cars, 2,000 brake vans
(cabooses), 2,000 tank cars and 20 hospital trains.

On the other hand, the estimates differed materially from those
drawmn up by the Office of the Chief of Engineers in Washington, on the
basis of studies which its representatives had undertaken in the U.K.
It seems unnecessary to compare the two sets of estimates, except to
point out that the Office of Chief of Engineers included a far larger
number of railway locomotives and rolling stock for initial operations
on the Continent than did the theater plan, but it drastically reduced
the amount which would be required for longer term operatims.

After comparing the two sets of estimates, the Transportation Serv-

30 Jemo to Brig.Gen. T.H. Dillon from G. Metzman, Ch/Rail Div., OCT,
and Col. L.T. Ross, Ch/Railway Branch, Troops Div., OCE, SOS, 15
July 1942.
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ice and the Corps of Bngineers in Viashington jointly sought a reconcili-
ation of the differences from Headquarters, Service of Supply, so that
requests for the necessary materials could be processed through the War
Production Board, At the same time > the OCOT in Great Britain collabor-
ated with the American Lend-Lease Mission in London, to determine from
the British Ministry of Supply how many locomotives and railway cars
Creat Britain could furnish. The drain on American output was so severe
that the American railroads had been allotted only 400 of the 90C loco-
motives they had recuested to handle the expanding railway traffic in
the U.-S.3 1 But these negotiatims also were upset by the decision to
undertake the Torch operation. Undoubtedly it was fortunate that Ameri-
can and British production facilities were not called upon to produce
the huge amount of railway equipment provided for in 1942 planning, at
least until a greater amount of time had elapsed, and until the demands

of other theaters and of Lend-Lease had been met.

Commencing U.S. Movement Control Activities

Previous reference to Colonel Ross' efforts to maintain an American
transportation organization cooperative with but separate from the Brit-
ish organizations, is incomplete without further explanation of the as-
signment of American persannel to movement control positions. Since
these assisnments affected primarily the movement of U.S. troops and
supplies by rail, it is appropriate first to describe briefly certain
aspects of British railroads.

The railways in the U.K. covered a distance of approximately 20,000

31

Personal letter to Col. N.A. Ryan from ¥aj.Gen. C.P. Gross, 25 Nov,
koY)

1942,
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miles in an area less thal me-tuiriiet as lerge as the U.S. In 1937
they had carried three times as msny passengers as all imerican rail-
roads <:oznbined.32 Tnis passenger traffic, along with a comparable amount
of freight traffic, had camsiderably expanded during wartime , and was to
expand still more with the influx of heavy shipments of American military
personnel and cargo.

It had been stated that British railroads were the best equipped
and operated in the world.3 3 Their equipment, however, differed con-
siderably from that in the U.S. British passenger cars were not only
smaller than imerican cars, but had been designed to effect ready dis-
charge of passengers from many compartments. The British freight car,
termed a "wagon", also was much smaller than the corresponding American
car. A wagon generally carried only 10 to 20 tons of freight, as over
against the 50 to 60 tons carried on American cars.

By 1942 British railroads were handicapped in three ways — first
by a shortage of manpower resulting from the drain of railroad workers
for wartime purposes; second by the reduction in the amount of available
rolling stock due largely to a heavy export of railway equipment to other
theatérs of operation; and third, by the small tunnels on several lines.
The size of these tunnels had made it impossible to move tanks and other
large implements of war without lowering the wagon beds. Since it was
difficult to rebuild the freight cars during the early years of the war,
the British had constructed 55 of what were called "warwellM wagons,

possessing drop beds which afforded two or three feet of additional head

32 History of the T.C. in the ETO, Vol. T, Appendix 15. There were
7,000 passenger stations in the U.K.

33 The Story of Transportation in the UK., pe 115.
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space for cars employed where there were tunnels, In addition to war-
well wagons, there were 45,838 passenger carriages and 1,250,000 freight
wagns in Great Britain.34 The mumber of available locomotives in the
U.K. was 19,624, of which 1,200 were in need of some repairs. In re-
spect to both locomotives and railroad cars by 1342 the British rail-
roads required heavy shimments of U.S. equipment, as Bolero estimates
indicate.

In 1923 the large number of railway lines in Great Britain had been
consolidated into four major lines, which consisted of the Great Western
Railway and the Southernm Railway, the Landon, Midland and Scottish and
the Northwestern Railway.35 Effective 1 Januvary 1941, the British gov-
ernmment had taken control of all of these railways and had agreed to pay
them a fixed yearly rental, %s previously mentioned, control of railway
operations was placed in the hands of a Rallway Executive Committee, with
which the U.S. Transportation Service collaborated in obtaining additional
rolling stock and equipment, and in building up 2 reserve for future op-
erations on the Continent,

The control of railway movements, however, resided in the British
Army Movement Control organization referred to above. This agency op-
erated through subordinate Kovement Cantrol officers which were stationed
in the seven military cammands in the U.X. During the summer of 1942
Colonel Ross assigned an American officer, termed a Regional Transporta-—
tion Officer, in each of the Commands, to function alongside his British

counter;:»art.36 Since for convenience these Cammands were divided into
34
35

History of the T.C. in the ETO, Vol. I, Appendix 15,
The Story of Transportation in the U.X., p. 71.
Ibid, p. 7.
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Districts, Colmel Itoss also app Zistrict Transportution Cfficers.
Initially, there was insufficient Transportation Service persomnel to
place officers in all of the British lovezent Control offices, but by
December 1942 the increase in Trarsportuation 'orps persomnel pem tted
nearly compiete
representatives.

The method by which the British and American Movements officers
functioned under Kajor General Lee's campromise suggestion intended to
assure an integrated T.C. organi~ation, was through Boards of Control

37 ¥Within each Command the appro-

established in each British Command.
priate Board nominated an American or a British Movements officer as
chief of a District, on the basis that he represented the nation which
had the most freight moving through that District. Each such officer
was responsible for all movements passing within the District of his
jurisdiction, By February 1943, T.C. representatives were handling
practically all American movements in the Western and Southern Commands,
which covered the regions where American operations then centered

The lowest echelon of the British Movements agency consisted of
RTOs, assigned to each important port, station or depot served by the
British railways. RTOs were responsible to District Transportation Of-
ficers. In order to secure properly trained Transportation Service per-
sannel for similar assignments, Colonel Ross secured the activation in
the U.S. of a new Transportation Service unit called a Group Regulating
37

Ibid’ p. 160
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Station.38 The first such wnit arrived in the U.K. during July 1942,
and its members were assigned to localities where American movements
were to be important and where the persomnel of the unit could learn
fram the British RTOs to perform the arduous duties expected of them.,

RTOs were to become the corner stone of American movement control
operations, not only in the British Isles s but later on the Continent
when the campaign to defeat Germany was undertaken, Their duties in-
cluded controlling the movement of all American troops and cargo in co-
ordination with the corresponding British officers, arranging for all
necessary moves, and furnishing advice and aid to civilians travelling
in the U.K. In regions where U.S. movements were particularly heavy,
RTOs worked as teams because they had to perform 24-hour service and were
responsible for a tremendous ambunt of paperwork. Despite the great de-
mand for them, it was not wntil the summer of 19432 that additional Traf-
fic Regulating Stations were dispatched from the U.S. to the U.¥Ke, to
cope with the expanding traffic of that period,

Before recounting some of the problems faced by American RTOs it
is important to notice that on 24 August the SOS headquarters established
base sections in the U.K, Transportation officers were then appointed
for each base section, a step which, to a certain extent, reduced the
importance of Regional Transportztion Officers. These base sections
were five in number (one of which was located in Northern Ireland), and

the area which they embraced included one or more regions. The boundary

38

Ibid, p. €0. Lzo € mits should not be confused vith Regulating Sta-
tions, whose assizned duties includeg functioning as a supply and a
traffic regulating unit between each smerican Army in a theater of

J

operations, and the supporting Communications Zone area, Group Regu-
lating Stations also viere ca‘lau Traffic Regulating Groups. The
names appear to have been mployed ;nfeAcninf@“O‘y.
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lines of areas controlled by District Transportation Officers, however,
sufficiently coincided with base section boundary lines so as to permit
strict Transportation Officers to continue functioning effectively.

On the other Yand the work of the Regional Transportation Officers then
became primarily supervisory, so that the District Transportation offi-
cers and the RTOs remained the core of the american movement control
setup.

It required no little care for RTOs to learn the British methods
of movement control, and to coordinate their work with British officers.
The early methods typical of American soldiers for speeding up opera-
tions, and the requests for additional cars or trains to move American
troops, occasionally led to disputes with British movements personnel,
but pgradually representatives of the two nations became accustomed to
each other's methods. The separate demands of American Air Force units,
which occasionally were not coordinated through established RTOs, also
created a number of difficulties which only continued working together
of British and American officers could overcome.39 It has been reported,
however, that the Transportation Service obtained hearty cooperation
from both the Railway Executive Committee and the British Movement Con-
trol organization.Lo

An illustration of the type of work performed by American RTOs may
be found by explaining the manner of handling the movement of American
troops and cargo within t Britis Isles. Uron the arrival of Ameri-

can troop wits at a British port, the port RTO, having been informed by
39

Ibid, p. Y%.
Ibid, po 78.
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Movement Control headguarters at Londa of the destination of these
units, telephoned the I;istrict Transportation Officer having control in
the area of the incoring troops' camp. The port RTO supervised the
proper entrainment of the debzrked troops, turning them over to a Train
Escort Officer. The Train Escort Officer supervised the journey to the
troops destination, where they were turned over to another RTO who had
been instructed of their arrival by the District Transportation Officer.
If the journey had been a longer one, RTOs at mid statians had arranged
to serve meals or refreshments to the troops enroute, because the British
railwvays lacked extensive dining car serv:i.ae.l':L Stops for refreshments
lasted for anly 20 minutes, thereby requiring prompt meal service.

Vhen a move of freight from a British port to an inland destina-
tion was contemplated, the port RTC dispstched by teletype full notifi-
cation and instructions for the move to the District where the inland
movement would terminate. Such notifications were called Traffic Dis-
patch Advices ('.H)A's).“’2 After the American RTOs became thoroughly ac-
quainted with these and other forms employed by the British railways,
they were able to suggest certain simplifications in the use of the
forms. One of the first alterations was to eliminate information veri-
fying train arrivals. It should be observed that all orders issued by
the London headquarters for the movement of American troops and freight
were signed by Colonel Ross or his representative, under the system of
Joint movement control which the Transportation Service had established

with the British movement control organization.
41

Ibid, p. 83.
Ibid, p. 78.
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IT, INITIAL PORT OPERATICNS AND REVISED PLANNING

In 1942 the seemingly ample ports in the British Isles were subject
to several obvious limitations.l In the first place east coast ports
were more subject to enemy air attacks than those of the west coast and
therefore not so readily available for receiving cargo and persomnel.
The regular import and export program of British civillian goods was
supplemented by heavy demands for handling military shipments, bring-
ing the total number of incoming vessels to between 300 and 400 monthly.
In view of the fact that the american Bolsro program would require the
receipt of an additional 120 vessels per month, careful programming
and diversion of vessels was necessary. Some of the British ports were
not equipped to carry an additional load, partly because they had been
damaged by Nazi air attacks, partly because of a lack of adequate fa-
cilities and equipment, and partly because the civilian stevedore
workers were older men, since the younger men had been taken into the
British Amy or assigned to positions in other essential war industries.
The American Transportation Service (later the Transportation Corps)
endeavored to remedy these deficiencies and assist in handling American
shipments of cargo and personnel wherever possible,

Colonel Ross initially selected four principal port areas for es-
tablishing T.C. installations. The selection was based on the fact that
the ports were already operated by the British, they were comparatively

safe from the enemy, and they were closer to the area occupied by U.S.

1 In 1939 the U.K. imported 62,000,000 long tons and exported 69,179,000
tons of cargo.
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troops than other British ports. One a2rea cantered =zt Belfast, Ireland
where the first contingent of U.S. troops had landed in January 1942,
and the second at Glasgow, Scotland, which w2s destined to handle large
shipments of American persomel. The third group of ports was located
in the Bristol Channel, convenient for distributinz goods to american
forces stationed in southern England. Tha fourth group was situated be-
tween Glasgow and the Bristol Chammel in the Mersey River region. The
central port there was Liverpool, one of the largest of the British
ports. These ports were operated under the British Sea Transport Serv-
ice until the latter was replaced by American persomnel for handling
American persomnel and cargo. British Movement Control officers handled
all movements from the port until T.C. personnel became active.

The first American port headquarters which operated in the U.K.
was activated at New York on 9 April 1942 and arrived in North Ireland
during the following Hay.3 Belfast was considered a comparatively good
port. It could berta 10 ships and its ample drydocks made it indispen-
sable for repairing vessels during the period when submarines were exact-
ing a heavy toll of Allied shipping. On the other hand, when American
port headquarters arrived, all of the piers were not in first rate condi-
tion. Some had been destroyed by enemy bombing and were being repaired
only slowly by the local harbor commission. Furthermore, there was a
lack of port equipment. The principal facilities consisted of 300 roller
bearing conveyors for use on the piers, five tugs and two gasoline barges.

There were no cranes of any kind and it became necessary for the Ameri-
2

The Story of Transportation in the U.K., p. 22.
Ibid, pp. 30ff.
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can port headquarters to secure fram the U.S. not only two 20-ton cranes
but slings and trays sufficient to discharge six vessels at once. Sup-
plementary equipment, such as two 50-ton floating cranes, were loaned
to the port headquarters by the MWT. All of this equipment, however,
proved inadequate for efficient handling of the load which the port was
called upon to carry.

At Belfast as well as the other North Ireland ports, and indeed at
all ports receiving American cargo and personnel in the U.K., port labor
was so well organized that with the backing of the Ministry of Labor,
it could stop the employment of American port troops. 4s will be ex-
plained later, this restriction was modified by the summer of 1943, but
in the meantime the handling of American cargo was frequently adversely
affected by the necessity fo} employing exclusively civilian stevedore
labor. Moreover, a stevedoring firm in North Ireland controlled all
dock workers. Because it received a commission on the gross stevedore
payroll, it was to this concern's advantage to drag out all discharge
operations. Not until the summer of 1943 was it possible for the Ameri-
can port authorities and the stevedoring concern to work out a new con-
tract whereby it was to the company's interest to assure a speedy turn-
around of vessels.

The North Ireland ports proved valuable, however, for receiving
large shipments of American cargo, for outloading a portion of the force
that was dispatched for the North African invasion and for discharging

airplanes that had been shipped as deckloads. Then, as the flow of

4 The stevedoring firm also attempted to determine at which North
Ireland port ships carrying U.S. cargo should berth, but this effort
was successfully resisted., Ibid, pp. 32-33.
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cargo from the U.S. to the United Kingdom became heavy in the summer of
1943, use of the North Ireland ports snowad & markec decline, and they
never again attained the importance they had held in 1942 and early 1943.
During the period of peak activity there was a complement of 28 U.S. of-
ficers and 400 enlisted men attached to the port, but later this number
was drastically reduced. With its reliance on local civilian laborers
for handling cargo, the load on the U.S. port organization, fram 1 June
to the end of December 1942 is reflected in the figures of approximately
44704,000 measurement tons of cargo handled and approximately 58,330
U.S. troops debarked.

The most important part for the debarkation of American troops was
GJ.a.aagow.5 It possessed outstanding facilities in its docks and equip-
ment. These advantages, hovever, were offset by the fact that the port
was located 15 miles up the Clyde River, which was of shallow draft and
afforded only a narrow channel. Consequently, in order to debark troops
from the large transports » particularly the British "Queens" which were
extensively used for transporting American persomnel to the U.K., the
troop ships anchored at the mouth of the River in what was called "the
tail of the Bank."6 The troops debarked from the transports in mid-
stream to tenders. These tenders, which had been used during World
War I to carry equipment to Russia, were large double-deck vessels ca-
pable of transporting 500 persons at a time. The tenders brought the

troops to the docks for direct transfer to trains, but when the weather

> Ibid, pp. 40ff.

Between June 1942 and July 1944, 450,177 U.S. troops, in about equal
proportiomns, were transported by the QUEEN ELIZABETH and the QUEEN
MARY from the U.S. to the U.K. History of the T.C. in the ETO, Vol.
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was rough and stormy it was not always easy to maintain schedule which
would permit the prampt departure of the trains.

On 8 June 1942 Captain K.D. MacKenzie was appointed American port
canmander in the Clyde area, and he immediately entered upon his duties
by assisting in the debarking of troops from the QUEEN ELIZABETH. ILater
Lt. Colonel J.A. Crothers assumed cormand of the port. By September he
had increased his organization to 8 officers and 30 enlisted men. Short-
ly thereafter the 5th Port Headquarters arrived, absorbed the existing
U.S. port detachment, and prepared to take over control of all opera-
tions affecting the U.S. troops.

The American port unit had been assured of smooth and orderly sched-
ules as long as the British Army Movement Control organization was in
control. The same condition did not obtain when later the Royal Air
Force Movement Control organization handled the debarkation of American
Air Corps troops. MNevertheless, by 5 November 1942 the 5th Port was
able to take over camplete control of American troop movements and pro-
vide for orderly movement on all occasions,

As the number of American troops arriving at the port increased,
it was decided that the 5th Port should have complete control of all
troop movements at the port, unless the movement consisted entirely of
British troops. This agreement, reached in April 1343, proved of par-
ticular value to the American port authorities,

It required an even longer time before the 5th Port was given con-
trol of the receipt of Americen cargo at the Clyde Area ports. A deci-
sion taken in November 1942 to divorce the British Sea Transport Service

from american shipping was not put 4nto effect until March 1943, and it
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was not untii the fcllowing Jum t= e last element of authority
namely the decision as to where ships would be berthed, was placed under
5th Port control

Representative of several improvements that the American port head-
quarters brought to the British methods of operation, was the 5th Port
use of an ecanamical method of loading jeeps on ocutbound ships. The
port headquarters stowed one jeep on top of another, thus avoiding waste
of 10 feet of head room in each ship. Special perpendicular poles were
erected to take the weight of the top jeep off the wheel and axles of
the lower one. The stowage method proved to be so safe and ecanamical
that it was adopted by the British. The port also effected an improved
method of stowing bambs, which provided greater security. A layer of
planks was placed between each layer of bambs and additional planks
were laid to prevent the ends of bombs from rubbing together.,

From 1943, Glasgow and the other Clyde Area ports possessed one of
the best known T.C. installations in the theater, for ultimately more
troops were handled there than at any other port in the U.K. Even be-
fare this time the port organization had rendered signal service by out-
loading a majority of the troops which were dispatched on the first
three convoys to North Africa.

Near the center of the west coast of England are the Mersey ports,
dominated by the huge port of Liverpool with its 8-mile front of quays.7
Liverpool had been subjected to a considerable amount of bambing prior
to July 1942 when Transportation Corps representatives were assigned to

the port. Many parts of the city, as well as numerous regions along the
The Story of Transportation in the U.K., pp. 47ff.
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water frout, showed the destructive power of the Nazi Luftwaffe. Another
disadvantage at Liverpool was the fact that being located on the Mersey
REiver, it was subject to fluctuations of the tide. The river was avail-
able for navigation only during the four hours of flood tide, although

a series of locks at the entrance to the docks made it possible to berth
ships independently of the rise and fall of the tide.

The docks at Liverpool were old and their cobblestone surface in-
convenient for the use of motorized equipment, The pier equipment was
outmoded and inadequate. Rail tracks on the piers were always located
on the inside away from the ships, making it impossible to unload di-
rectly from ships to rail cars., However, thers was a sufficient number
of lighters for unloading a large mmber of ships at anchor in the river,
and an ample supply of tugd for towing the lighters to appropriate places

Each of the docks had heavy lift cranes, in addition to
which there were a number of heavy 1lift floating cranes for removing
tanks and trucks from ships' holds.

late in the summer of 1942, the 4th Port of Embarkation, under
Colonel Cleland Sibley, was assigned to operate at the Mersey ports.8
Cradually, as U.S. port personnsl were added, they assumed almost com—
plete control at liverpocl, and by 1 September 1942 shipments from the
U.S. comprised most of the cargo landed t.here.9 ‘The 4th Port was not

able to obtain complete corur-l sf incoming ships, however, until June

8 Colamel Sibley tecame the Amsrican port ccemmerdsrs om 9 July 1942,

Liverpocl handled ihe debarkatizn of a considerabls number of U.S.
troops, in addition to its dischargs of U.S, cargo. Parenthetically,
it should be noted that a strike of British longshoremen against

working overtime during August was met by employing American and
British troops. 1Ibid, pp. 49-50.
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1943, because the Sea Transj & % reluctent to relinguish its
authority. Jdeanwliiie, nuwever, ithe 4wz Port troops introduced the use
of an effective sling for the safe unloading of explosives, and devel-
oped a special set ¢ nooks, czlled "dogs", for the efficient unloading
of landing mats.

Supplementing Liverpool was the port of Manchester which was lo-
cated on & canal comnecting it with the Mersey River. The narrowness of
the canal and its shallow draft proved a handicap to moving ships readily
to the port. Furthemmore, the port lacked an adequate supply of civilian
dock labor, and consequently Manchester became one of the first British
ports to employ U.S. port battalions. Manchester was used particularly
for unloading grain, foodstuffs, and heavy cargo such as steel. The
ability to bring this heavy cargo so far inland made it possible to ef-
fect huge savings in railroad freight movements in the Kersey River area.

South of the Mersey was the Bristol Channel with its five princi-
pal ports of Swansea, Barry, Cardiff, Newport and Avonmonth.lo Colonel
Ross selected these ports for receiving American cargo on 15 June 1942,
and later in the month the 3rd Port, the first American mobile port head-
quarters to operate in the U.K., had arrived to take charge of American
port operations. The port was placed in charge of Lt. Colonel E.H.
Lastayo, who earlier had been appointed American port commander for the
area.

Initially there was an adequate number of dock laborers in the Bris-

tol Chammel, but the amount of equipment was considered insufficient,

10 114, pp. seff.
History of the 3rd Port, p. 4.
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and the lack of storage facilities in the dock areas proved a handicap
to efficient port operations. There were not enough sheds for storing
cargo, so that everything which might be damaged by rain had to be
shipped out of the dock area immediately. In view of the necessity for
sorting incoming cargo before it was dispatched from dockside, prampt
clearance of the docks proved tediously difficult., Furthemore, the
tracks serving the ports connected near Bristol with the main line of

the Great Western Railway, which was not prepared for the overwhelming
flow of traffic that resulted fram the influx of American military cargo;
hence a bottleneck developed occasionally, One period of particularly
heavy movements occurred during the preparation of convoys for the North
African campaign. A second peak load developed during the summer of 1943
at the beginning of the period of the heavy buildup of the Bolero program.

During the summer of 1942, T.C. representatives also served at cer-
tain east coast ports, such as Hull, but it was not until 1943 that these
ports, including London, and the south coast ports of Southampton and
Plymouth, came into praminence while receiving the overflow of incaming
cargo that could not be handled through the west coast ports.

Assigning incaming American ships to British ports so that they
would interfere least with British activities and yet be able to dis-
charge their cargo in areas where it could be most efficiently handled
for American purpos ite lem wh ct Colonel Ross's organi-
zation sndeavored t rsion Committee f the Mini-
stry of War Transport. Colenel Ecss assigned a T.C. representative to

this Conmittee, and endeavored to insure that he received appropriate ad-
= i

The Committes a s ma neoming 11s a month prior
to 4 Jure 194L.
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vanced information of ths cargo on all incoming americaa vessels. Yet
it required a long time to work out a system whereby thiis advance in-
formation was received in the U.K. prior to scheduled Committee meetings.

The ports in America dispatched by radic a weekly cargo forscast,
informing American officials in the U.K. approximately one week in ad-
vance regarding expected departures and the general nature of the cargo
of all vessels.13 This brief notice was followed by two cables dis-
patched when the vessels sailed from the American port. The first was
a cable which gave the number of ships, port of departure and sailing
date. The second listed as accurately as possible items of cargo om
each vessel by hatch and deck level. These cables were followed by the
dispatch by air of the manifests of each vessel, showing in detail the
cargo carried and the location of all items aboard. If a manifest failed
to arrive in the U.K. in time for an appropriate Diversion Committee
meeting, a breakdown of the cargo loading cable was used as a substitute,
but such substitutions were unsatisfactory. Officials in the U.S. en-
countered great difficulty in delivering manifests as required. Finally,
they secured two airplanes for carrying duplicate copies of manifests,
but not until the first part of 1944 did the theater report that mani-
fests were uniformly arriving in time for use at scheduled Conversion
Committee meetings,

Another difficulty arcse fram the fact that during 1942 U.S. Army

cargo often arrived in Great Britain from the U.S. with no depot or serv-
13

The Story of Transportation in the U.K., pp. 132ff.
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ice destination marking whatever, or with very inadequate marking.u’
This condition made the problem of distribution of freight in the U.K.
almost insolubls, Colonel Ross took up this question at T.C. headquar-
ters in Washington and an investigation was undertaken at the New York
Port. It was found that thousands of pleces of cargo were arriving there
weekly with no destination marks. Vigorous efforts ensued to correct
this deficiency. The Chief of Transportatien in Washington appealed to
the heads of supply services to insure more complete and accurate mark-
ing, and he assigned one officer to the New York Port with the sole duty
of checking on the marking of incaming ce.rgo.ls

Some improvement in marking followed these efforts, but since the
problem continued essentially unsolved until 1943, it will be considered
in a subsequent chepter. #However, it may be noted that on 25 August
1942, Major General Lee placed the responsibility for coordinating all
matters pertaining to packing and marking in the theater in the office
of his Chief of Transportation. Not only was Colonel Ross able to work
with the New York Port in improving the packing and marking situation,
but he also established within his own staff a Packing and Marking Divi-
sion to handle similar matters in Great Britain. This Division prepared
valuable reports for improving the packing of supplies and was instru-

mental in the activation of small mobile packing squads which supervised
1

After a personal inspection at Liverpcol, Colcnel Ress reported that
20 percent of the total tomnage there could not be identified at all,
ard approrimately another 18 percent was identified only as to the
type of supply, with no indication of its destination. History of
the T.C. in the ET0O, Vol. III, Chsp. I, pp. 13~-14.

Personal letter to Col. P.S. Ross from Maj.Gen. C.P. Gross, 8 Sept.
1942, '
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the packing of organizationaj equipment. The squads consisted of
eight to ten enlisted men and an officer, and they performed a valuable
service in training personnel to complete the packing of organizational
equipment in the shartest possible time. Squads were stationed at given
points within the theater and their assigmments were controlled fram
central headquarters.

Of incidental interest in the handling of incoming cargo in Great
Britain was the employment of carge security officers on all U.S. ves-
sels. These officers were supposed to be informed of the location of
all items of cargo for the vessel on which they travelled, but since in
many instances the officers were not appointed until just prior to the
time of their ship's sailing, they did not have the opportunity to ob-
serve stowage methods or location of cargo. Theater historical reports
fail to indicate whether or not there was subsequent improvement in the
work performed by Cargo Security Officers, but fram general knowledge
it may be said that as they gained experience they proved to be very

usgeful.

Preparing for the North African Invasion

As previously indicated, during July Bolero preparations were in-
terrupted by the Cambined Chiefs of Staff decision to undertake an Al-
lied campaign in North Africa (Torch). This decision did not mean that
the Bolero program was completely stopped, although authorities differed
as to the probable effect the Torch campaign would have on Bolero.17

The overall effect on shipments to the U.K. was to reduce the July esti-

16 The Story of Transportation in the U.K., p. 129.
Torch — Its Relations with the ETQO, op.cit., pp. 3 and 36.
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mates of the amount of cargo to be moved, while monthly shipments from
the U.S. for august through October increased vastly over what they had
been prior to July. A considerable amount of the Bolero cargo as well
as troops transported to the U.,K. prior to October eventually was re-
shipped to North Africa. These shipments greatly reduced U.K.'s stock-
pile and troop strength, but the Bolero program was continued on a small
scale throughout the period of the North African campaign. It was nec-
essary to maintain at least a minimum amount of reinforcements in the
U.E. to meet eventualities on the Continent.

The effect of the North African campaign on tramsportation opera-
tions in the U.K. calls for further comment. A large number of officers
from the OCOT was shifted from planning for the Continental invasion to
planning for the North African opera‘l’.:lou.]'8 Other officers, particu-
larly those from the Traffic Branch of the Operations Division, formed
a liaison group which worked with British agencies in carrying through
the outloading of troops and cargo. After 13 November this grour un-
der the cammand of Colonel D.S. McConnaughy, became known as the Export
Kovement Division. The work of the group, later the Division, was neces-
sarily limited to coordination of U.S. troop and cargo movements with
the British Movement Control organization. By the fall of 1942 the T.C.
had obtained extensive control of movements involving its omn forces and
equipment, but the preparations for Torch were too large for the T.C.

to handle, and hence the main responsibility was placed in British

18 The Story of Transportation in ths U.X., pp. 147ff; and U,S. Army

Iransportation and the Conquest of North Africa, 1742-1943, Mono-
graph No. 9, OCT, ASF, p. 42.
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One of the special difficulties encountered in mounting the Torch
forces concerned the markings on incaming American military cargo. What-
ever improvement he had been able to attain in this respect by September
1942 did not serve for efficient depot operations. It should be noted,
however, that U.S. depots in the U.K. were extremely short-handed and
that, furthermore, a large amount of American cargo received prior to
October 1942 had been distributed to British depots. These factors
caused great difficulty in locating supplies required for mounting

As a result, General Eisenhower had had to request fram the
U.S. shipments of cargo which duplicated previous sh.ipnents.m The in-
ability to locate all available supplies in the British Isles plus the
urgent needs for Torch operations also resulted in a last minute ship-
ment of 19 shiploads of cargo. Whatever the reasons for the inability
to locate U.S. supplies in the British Isles, Major General Lee declared
that the fault did not lie with the T.C. for it had accamplished its job
100 percent.u Colmel Ross also stated that T.C. records of all in-
coming cargo were in perfect order, and that furthermore he had kept
the records of all cargo distributed from the ports,

The assault convoys which were to attack North Africa on 8 Novem-
ber 1942 were divided into three task forces of which one s the Western

Task Force was mounted in the U.S. The other two, the Central and East-

19 {gﬁonal letter to Maj.Gen. C.P. Gross from Col. F.S. Ross, 26 Oct.

20 y.S. Ay Transportation and the Conquest of North Africs, op.cit.,

pp. 30ff. American supplies in the British Isles suffered a 20 per-
cent loss fram pilferage.

Personal letter to Maj.Gen. C.P. Gross fram Col. F.S. Ross, 21 Sept.
1942.
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ern Task Forces, wers mounted in tne U.K. Most of the personnel of

the two mounted in the U.K. consisted of three aAmerican divisions. The
Torch assault ships were divided into a personnel and a cargo convoy
for each task force. In all there were 41 troop vessels.and 46 cargo
vessels which left British ports on 22 October for the Torch assault.

In mounting the troops of the Torch force, the Troop Movement
Branch, Export Movement Division, prepared the tables listing the vari-
ous American units, and the amount of personnel and impedimenta to ac-
campany them, which the Force Commanders had decided were necessary.
From these tables the War Office and the Export Movement Division estab-
lished the priority of movements of the various units and planned the
convoys on which they were to travel. Then Movement Instructions were
prepared for these units, signed by the British Director of Movement
Control and the U.S. theater Chief of Transportation. These instruc-
tions were delivered to the units in the field by the U.S. Regional
Transportation Officer (RTOs) under whose transportation jurisdiction
the various units cams.

In loading cargo for the Torch operation the T.C. in the British
Isles had gained experience in combat loading troop transports and in
the prestowage of cargo vessels, Prestowage was a plan that had been
worked out by the MAT prior to the arrival of American forces in the
British Isles.22 In the summer of 1942 two marine superintendents had
been detailed by the cChief of Transportation to learn the routine and
terms of prestowage, and subsequently other T.C. representatives re-
ceived similar assignments. They learmed to study the dimensions and

22 The Story of Transportation im the U.K., p. 124.
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structure of a vessel in order to 1oad it in such a way as to facilitate
discharge in accordance with a pre-arranged plan showing priority for
all items of cargo., This form of stowing cargo did not make the most
of the space available, but it did 2ccomplish its aim of supplying cam-
bat forces with the articles quickly and in the proper priority.

The method of preparing for loading cargo affords same interest,
particularly because in the main, it was employed later for the cross-
Channel assault. The Force Commander notified the Chiefs of Services
what supplies were called for and they in turn notified the depots. The
depots reported to the Export Movement Division on D.S.S.D. forms, called
"dizey dees", what they had to move to the ports. From the "dizzy dees"
the Division made up a list of every item going in a convoy. Then the
prestowage section extracted the supplies determined for each ship and
made a manifest plan showing how those supplies were to be stowed. A
Movement Instruction- sheet for each ship was prepared, giving each lot
of cargo an index number and indicating when each cargo load should move
fram the depot to the port. Some leeway was permitted the port author-
ities in loading supply ships, and it must be noted that last minute
changes were always occurring. This was true for both supplies and per-
sonnel., There was also considerable difficulty in obtaining the right
type of ship with the proper equipment for handling certain types of
supplies. Furthermore, ship allocations occasionally were changed,
making it necessary to draw up new loading plans hastily. A few mis-
takes in planning were bound to occur, but the entire mounting opera-
tion afforded valuable experience to the T.C.

The Torch operation caused the T.C. in the British Isles to lose a
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large number of its perscmnel.23 Many of the top officers, including
Colonel Ross, accampanied the expeditionary force to North Africa, some
to remain throughout the entire period of Allied operations in the Medi-
terranean. Some of the T.C. persomnel later returned to the Buropean
theater when the invasion of southern France was undertaken on 15 August
1944. Others, such as Colonel Ross himself, stayed only long enough to
assist in organizing transportation activities in North Africa and then
returned to the British Isles to prepare for and participate in the
later cross-Channel assault.

The drain of units from the British Isles greatly depleted the
strength of the T.C. there. Three port battalions (with a fourth which
left the U.K. in January), a large detachment of the only U.S. railway
unit in the British Isles (one company of the 761st Railway Operating
Battalion) and the 3rd Port of Embarkation, all left for North Africa
during the early part of the campaign.u

It was more than six months before renewed effort was made to build
up T.C. persocnnel in the U.K. However, the staff under Colonel N.A.
Ryan, Deputy Chief of Transportation, outloaded the follow-up shipments
of American troops and cargo destined for North Africa, and continued
to receive and distribute reduced shipments of cargo from the U.S. In

short, while the major logistical effort from the U.S. had been diverted

23 Calonel Ross declared that the T7.C. organization was "pretty well
siripped". He had endeavored to build the nucleus of an organiza—
tion to handie 1,000,000 men, and he believed he had accomplished
his aim. He also believed that he could rebuild his organization
very rapidly on the framework remaining in the U.K., if Bolero was
undertaken again. Personal letter to Maj.Gen. C.P. Gross fram Col.
F.S. ROSB, 14 Oct. 1942.

History of the T.C. in the ETO, Vol. I, Appendix 9. During Novem-
ber the Military Railway Service was transferred from the jurisdic-
tion of the Corps of Engineers to the T.C.
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to the North African ca=mpaign, U.S. ransportation operations in the
British Isles continued at a reduced pace until renewed plamming for
a cross=Chammel attack was commenced in 1943.

Evidence of continued progress in T.C. activities in the British
Isles is found in the receipt during December 1342 of the first U.S.
locomotive and, during the same month, the beginning of exclusive T.C.
control in outloading ships wita U.S. cargo for North A.frica.zs The
amount of U.S. cargo outloaded monthly in the U.K. for shipment to North
Africa and the monthly troop embarkations for the same destination are
found in the following table:26

TROOPS AND CARGO -=— U.K. TO N, AFRICA

U.S. ARMY TROOPS-U.K. TO U.S, ARMY CARGO-U.K. TQ
N. CA N. AFRICA
Monthly  Cumulative Monthly = Cumlative
47,002 47,002 Oct. 1942 49,221 49,221
57,487 104,489 Nov. 67,279 116,500
25,965 130,454 Dec. 2,479 188,979
11,679 12,133 Jan. 1943 76,799 265,778
8,560 150,693 Feb. 83,127 348,905

534 152,110 Apr. 18,483 405,750

There were scattered shipments of U.S. cargo fram British ports to
North Africa following April 1943, but these were relatively unimportant.
Meanwhile, shipments of American cargo from the U.S. to the British Isles
between November 1942 and May 1943 fluctuated between 20,000 and 60,000
tons monthly. As future discussion will show, these monthly shipments
began to increase tremendously beginning with June 1943.

The six months of relatively slack U.S. transportation activities

25 Personal letter to Maj.Gen. C.P. Gross from Col. N.A. Ryan, 23 Dec.
1942, ’
26 History of the T.C. in the ETO, Vol. I, Appendix 13, Table 26.
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in the British Isles as previously indicated had not been without bene-
fit to the U.S. transportation organization and its operations. The
loss of men and wnits, in some cases temporarily, was offset by the ex-
perience obtained in the North African Theater. Furthemmore, there had
been valuable lessons drawn fram mounting two of the Torch task forces
in the U.K. Mounting Torch necessarily had been hastily done though
successfully accomplished. It seems probable that if the original plans
for mounting a still larger force to undertake a cross-Chamel operation
had been carried through in September there would have been many more
difficulties and failures than occurred in mounting Torch. Consequently,
it was fortunate that the T.C. in the British Isles obtained experience
in handling a lesser operation before it was required to participate in
the preparations for and‘support of the assault on Continental Europe.

Renewed Planning for a Cross-Channel Invasion
About the time the North African campaign had reached a stalemate s

that is in January 1943, top-ranking leaders of the American and Brit-
ish nations met for the Casablanca Conference. The decisions taken at
this conference affected military operations in many theaters but of
significance for this study was the determination to renew planning for
8 cross-Channel invasion from the British Isles. Pending the appoint-
ment of a Supreme Allied Commander for the enterprise, 1t was decided
to activate a staff which would prepare the necessary tactical plans, 27
The Combined Chiefs of Staff selected the British officer, Lt. General

F.E. l(or;g;n, to serve as Chief of Staff with an American officer, Briga-

27 )
History of COSSAC, 1943-1944, prepared by Historical Sub-Sectionm,
Office of the Secretary, General Staff, SHAEF, May 1944, p. l.
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dier General R.W, Barker, &s his deputy. These officers built up a
staff which operated under the title COSSAC, a name formed from the ini-
tial letters of Lt. General liorgan's position (Chief of Staff to the
Supreme Allied Commander). The staff consisted of officers drawn from
the British and U.S. Navies, Armies and Air Forces.

Lt. General Morgan had been directed to call upon the British serv-
ice ministries and the headquarters, ETOUSA, as well as the Commanders-
in-Chief of the two countries involved, to assist him in his preliminary
wor};.28 The greater part of the American side of the administrative
plamning was to be carried out by headquarters, ETOUSA and the headquar-
ters of the Service of Supply, ETOUSA. In order that none of the Ameri-
can technical services in the British Isles be overlooked, ASF headquar-
ters in Washington suggested that Major General Lee make certain that
their planning staffs be fully represented in the COSSAC organization.
ASF particularly urged iajor General Lee to include his Transportation
Corps plaming staff, because of the basic importance of transportation
in all phases of a cross-Chamel operation.29 Major General Lee heartily
concurred in this suggestion,ao but as later discussion will emphasize,
the T.C. did not always find ready access to the agencies undertaking
high level planning.

COSSAC prepared three types of operational plans. First it drew
up several plans for deceptive operations, and during 1943 an effort was

made to simulate preparations for mounting a force in the British Isles

28 Letter to Maj.Gen. J.C.H. Lee from Maj.Gen. C.P. Gross, 3 Mar. 1943.

29 Ibic, »

30 Ibid, 1lst Indorsement to Kaj.Gen. C.P. Gross from Maj.Gen. J.C.H.

Lee, 18 Mar. 1943.
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which led the Germans to expect a continental invasion in that year
These preparations were later supplemented by a camouflage plan which
threatened an invasion of the Pas de Calais area even beyond the time
of the actual allied assault in Normandy.

The COSSAC organization also drew up three plans, any one of which
could be placed in effect in case of a German collapse on the Continent
prior to the time of the Allied invasion. These were kmown as the Ran-
kin plans, and while their preparation seems to have been based on an
optimistic view, there was same evidence to indicate that it was wise
to have them in readiness.

The third and most important phase of COSSAC planning concerned
the actual Allied cross-Channel invasion which would be a substitute
for the Roundup plan of 1942, Naturally, COSSAC profited by previous
planning in this field, but because the Casablanca Conference contem-
plated a larger troop basis for the invasion than had been set for 1942,
a considerable amount of the COSSAC planning had to be dape "de novo'.

Initial COSSAC planning was bolstered at the all important Tridemt
Conference of the leaders of the British and American governments at
Washington in May 1943. The Combined Chiefs of Staff issued & supple-
mental directive for COSSAC to plan for an invasion that ultimately would

require 100 Allied divisions.Bl

The aim of the initlal assault was de-
fined as being to secure a lodgment on the Continent from which further
offensives would be carried out. To this end plans were to be drawn up
for the seizure and development of Continental ports in order that the
initial assault and buildup of forces could be augmented by shipments

A History of COSSAC, op.cit., p. 27.
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from the U.S. and elsewhere of additional formations at the rate of
three to five divisions a month. The target date for the operation was
to be 1 May 1944 and an outline plan was to be presented to the CCS by
1 August 1943.

During June and July 1943 an outline plan and appreciation were
drawn up by COSSAC on the basis of an assault and immediate buildup
force of 29 divisions. Initial landing on the Continent was to consist
of three infantry divisions, with two more to follow at once, as well as
two airborne divisions that would be dropped behind the assault areas
The basic factor in determining where the initial assault was to be made
lay in the requirement that the lodgment area should contain sufficient
port facilities to maintain a force of some 26 to 30 divisions. In the
initial phases, maintenance necessarily would have to take place over
the beaches. Also it was expected that within 14 days of the initial
assault the port of Cherbourg would fall to Allied troops. This latter
fact pointed to launching the assault east of Cherbourg, with the ac-
tual point of attack near Caen.

The Caen area had been selected after considering the Pas de Calais
area and the Cotentin Peninsula, which lacked respectively favorable
exits from beaches or suitable airfislds.> (n the other hand, the Caen
sector was believed to contain relatively light defenses, sheltered
beaches and the possibility of airfield development. These factors off-
set the greater distance fram the British coast to Caen, as over against

the Pas de Calais area. Moreover, there was the possibility of an early

32 Report by the Supreme Cammander to the Combined Chiefs of Staff on
the Operations in Europe of the Allied Expeditionary Force, 6 June
1944 to 8 May 1945, pp. 1-2.
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capture of the Brittany ports to supplement the Allied projected cap-
ture of Cherbourg.

A COSSAC outline plan for the Overlord operation was presented to
the cambined Military and Naval forces of the U.S. and Great Britain at
33

the Quadrant Conference held at Quebec during August 1943. Some con-
sideration was given there to augmenting the strength of the initial
assault, and though at the time it was rejected, discussion of the sub-
ject was renewed in 1944 after Gemeral Eisenhower was appointed Supreme
Allied Commander. The Combined Chiefs of Staff also considered the
COSSAC estimates for the buildup of forces on the Continent and the
rate of advance somewhat optimistic. Nevertheless, they approved the
plan as dramn up and authorized COSSAC to proceed with further planning
and preparations along the lines laid out. By 29 November sufficient
progress had been made to permit the issuance of a directive for the
operation to the 21st Army Group, which was placed under the command

of General Sir Bermard Montgomery, the overall cammander of the ground
forces during the initial phases of the assault. The First U.S. Army,
under Lt. General Omar N. Bradley, was placed under the control of the
21st Army Group, and these two units then proceeded with joint planmning

for their part in Overlord.

Transportation Problems Encountered by COSSAC
Postponing until a later chapter discussiom of First Army and 21st

Army Group planning, it is pertinent to note that COSSAC was faced with

a number of difficulties in the field of transportation, some of which

33 History of COSSAC, op.cit., p. 30.
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it was unable to solve before control of the planning was turned over
to General Eisenhower. The greatest difficulty involved securing a suf-
ficient number of landing craft for the assault operation. This prob-
lem had plagued the planners for Roundup during 1942 and it had then
led to a CCS reduction of the number of landing craft originally called
for from 1,400 to approximately 1.00.3‘ The problem which COSSAC faced
resulted not only from the limited number of available craft and those
plamned for production by 1 May 1944, but also from demands for the al-
location of craft among the several theaters.3 5 The demands particularly
of the Mediterranean Theater, formerly the North African Theater, were
subject to great fluctuation. As a consequence, the allocation of what
was considered an adequate number of landing craft to Overlord was de-
layed until March 1944, when a final decision was taken as to the number
of those to be employed in the Mediterranean and. those in the cross-
Chamnel opera‘t'.ion.36

Associated with the landing craft problem was that of obtaining a
sufficient number of persomnel to man them.3 7 Since the British seemed
to be shorter of personnel than the Americans, for a time consideration
was given to assigning 9,000 U.S. personnel to operate British craft.
This plan was abandoned because of difficulties which would result from
training these crews. Ultimately, the British obtained a sufficient num-
ber of personnel from within their Royal marine division.

During the period of COSSAC plamning, the question of protected an-

34 lgxl:gtes of the SOS, Staff Conference, Washington, 19 May and 9 June
35 History of COSSAC, op.cit., p. 3l.
;‘; Report by the Supreme Commander, op.cit., pp. 1ll-12.

History of COSSAC, op.cite, pp. 31-32.

REGHHGHD . 53 -



chorages and artificial harbors was ratisecl.38 The outline plan for
Overlord had recognized that it would be necessary to introduce supplies
over the beaches for appraximately three months after the initial as-
sault. At the end of that time, it was believed that a sufficient num-
ber of ports would have been captured and brought into full operatiom,
irrespective of German demolitions. Since these beach operations would
be at the mercy of the weather, it was proposed to erect protected an-
chorages, at appropriate locations on Allled-held beaches. Initial plan-
ning for these anchorages took place during the period 29 June-4 July
1943. After the study of many types of facilities, and the establish-
ment of the necessary cooperation between the military and naval agen-
cies that would set them up and operate them, preparations were pushed
forward rapidly. It was agreed that five anchorages would be projected,
of which two would be complete artificial harbors, called Mulberries,

as large as Dover.

The COSSAC planners struggled with the problem of securing a suf-
ficient number of tugs to tow the harbor parts to the Continent. Of the
original estimated requirement of 130.tugs, only 90 could be promised by
both the British and the U.S. Furthermore, as the plans for the anchor-
ages and artificial harbors developed, increasing the amount of equip~
ment required to nearly 1,000,000 tons, estimates of tug requirements
rose to 158. A solution of the tug problem was not found until General
Eisenhower was appointed Supreme Commander, and it will be described in
a later chapter.

During the summer of 1943 the COSSAC group also undertook a study

38 .
Ibid, pp. 3R-33.
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of laying marine pipelines to carry fuel from the British Isles to the
Continent.39 Their initial planning, later to be carried out under the
code name Pluto, became subject to experiment throughout the remainder
of the year and these experiments proved valuable in carrying out final
plans.

The Casablanca Conference of January 1943 urged consideration of
diversionary Allied attacks on southern France to accampany the cross-

40 A tentative decision to carry through such a sec-

Channel operation.
ondary assault was examined at the Quadrant Conference in August 1943,
and General Eisenhower, then Supreme Allied Cammander in the Mediter-
ranean, was directed to prepare outline plans for such an operation,
which was to be knomn by the code name Anvil, General Eisenhower
sulted with Lt. General Morgan in planning this operation, but the offi-
cials failed to agree entirely on the strength with which Anvil should
be undertaken. Ultimately, the lack of available landing craft caused
the temporary postponement of the Anvil assault. In fact, when it was
reinstated, it was carried forward under the code name Dragoon.

late in 1943 General Eisenhower also had had the opportunity to
study the Overlord plans. He came to the conclusion that the assault
should be carried out on a wider front than was then contemplated,
a larger force should be employed, and that there should be a change in
the area for dropping the Alljed airborne troops. On 10 December 1943
the CCS notified General Eisenhower that he was appointed Supreme Com—
mander of the Allied Expeditianary Force and instructed him to return

32 Ibid, p. 33.
40. Ibid; and Report by the Supreme Commander, op.cit., p. 1ll.
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to Washington for conferences before assuming his new duties. Follow-

ing a visit to the U.S. and consultation with the CCS, General Eisen- lt

hower arrived in London 15 January 1944, took over the COSSAC organiza-

tion and began to enlarge and revise it to accord with the pattern of

his Allied Force Headquarters in the North African Thaater.l’l
Further study of the Overlord plan confirmed him in his views as

to the necessity for enlarging the assault force, and on 23 January, he

submitted proposals along that line to the CCS. At the same time he

suggested postponing the target date for nearly a gxonth s partly in order

to make sure of obtaining additional landing craft which were then pro-

Jjected for construction both in Great Britain and the U.S. He also be-
lieved that the postponement would permit a longer period ,of strategic
bombing of Germany, additicnal time for training assault craft crews ) ,
and the opportunity to take advantage of better weather conditioms.
Furthermore, a later target date would be more acceptable to the Rus-
sians for mounting their summer assault on the eastern Nazi line, and
it would permit the Mediterranean situation to become more clarified.
On 1 February, the CCS agreed to a target date of not later than 31 May,
but General Eisenhower indicated that the exact date could be left open,
subject to weather conditions prevailing during the first week of June.
With these overall plans in mind, a description of the planning and
preparations in lower echelons will be left for a subsequent chapter and

attention will be devoted to the shipping problems which grew out of a

41

revised Bolero program during 1943 and the first part of 1944.

Report by the Supreme Commander, op.cit., p. 3. See also Eisen-
hower's Six Great Decisions, Part I, The Invasion Gamble, by Lt.Gen.
Wm. B. Smith, Saturday Evening Post, 8 June 1946.
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III; SHIPPING AND THE BOLERO BUILDUP —- 1943-44

The U.S. Army buildup of troop and materiel strength in the U.K.
during 1943 and the first half of 1944 has been described by General
G.C. Marshall as one of the most stupendous logistical undertakings
in military history.l Scheduling and implementing the shipping pro-
gram for the buildup, however, were subject to enormous difficulties
and there was a frequent necessity for revising the schedules and adopt-~
ing various expedients. At the Casablanca Conference a tentatively ap-
proved shipping program called for the movement of U.S. Army cargo to

the British Isles during 1943 as follows 32

First quarter - 80,000 measurement tons
Second quarter - 169,000 " "
Third quarter - 375,000 " "
Fourth quarter - 359,000 " "

Cargo shipments were to be accompanied by the movement of U.S. troops
at a corresponding rate with the intention of placing approximately one
million troops in the British Isles by the begimming of 1944.

The program was almost immediately affected by demands for special
shipments to the North African Theater. First was General Eisenhower's
26 January request for a special troop and cargo convoy to sail to the
Mediterranean by 15 February. Then during mid-February he also called
for the dispatch of 160,000 additional troops between March and early

June (later shortened to 31 May). Meeting these unexpected demands ad-
1

Report on The Winning of the War in Europe and the Pacific, by Gen.
G.C. Marshall, p. 1lO.

2 Cargo Shipping Problems in Mounting the European Invasion, 1943-44,
Monograph prepared by Maj. R.M. Leighton, Control Division, ASF.

Unless otherwise noted, this detailed study has been the basis for
information on which the present chapter is based.
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versely affected the Casablanca Conference program for Bolero shipments.
During the early part of March a new Bolero cargo shipping plan was pre-
pared, which reduced the scheduled movement for the second quarter of
1943 to 77,250 tons, greatly increased the amount for the third quarter
(to 526,750 tms), and reduced that for the fourth quarter to 230,000
tons. Such a program was intended to profit by the summertime advan-
tages of favorable weather for trans-—Atlantic shipping and the long day-
light hours for discharge in U,K. ports. Nevertheless, it had to be
modified as reflected in a new schedule submitted by the Chief of Trans-
portation, ASF, to Lt. General Somervell on 10 April 191.3.3 This lat-

ter schedule showed an estimated rate of troop movements to the U.K. as

follows:
Air Ground
1943 Troops Troops
Second quarter 92,000 3,500
Third quarter 162,000 151,400
Fourth quarter 175,000 176,100
Totals 429,000 359,000

The cargo shipping required to support this movement and accomplish the

necessary maintenance was as follows:

Second quarter 138 sailings or equivalent space
Third quarter 306 " " " L
Fourth quarter 413 n n " n

Based on these requirements the OCT proposed the following monthly
cargo ship schedule:
Apr. May June July Aug. Sept. Oct. Nov. Dec.
42 46 50 92 102 112 127 139 1.8

3

Memo to Lt.Gen. B, Somervell from Maj.Gen. C.P. Gross, 10 Apr. 1943.
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The Chief of Transportation recognized that the troop lift possi-
bility was variable, depending upon the number of available escort ves-
sels, the number of available British vessels and emergency demands that
might arise during the conduct of a global war. Nevertheless, he de-
clared that it was imperative that equipment and supplies be made avail-
able for loading in accordance with the proposed schedule regardless of
monthly troop movement variations. Already April shipments were esti-
mated as falling behind by the equivalent of 13 shiploads, due to the
lack of available cargo. Parenthetically, it may be observed that the
April schedule of 42 sailings was not maintained, for despite the frantic
combing of ASF stockpiles, enough cargo was found to f£ill only 32 vessels,

Lt. General Somervell suggested to the Chief of Transportation a
conference on the proposed April shipping schedule, as soon as he had
obtained definite information on the prospective availability of cargo.
His suggestion undoubtedly was linked with the then current discussiom,
hinted at in Maj. General Gross' memorandum, on a plan to ship cargo
for stockpiling in the U.K. irrespective of the rate of troop bulldup.
This plan, and its subsequent adoption, proved to be one of the most
significant shipping proposals pramulgated during the U.K. buildup pe-
riod. It became known as the preshipment program.

In a recently prepared ASF study the origin of the preshipment plan
has been traced to almost simultaneous suggestions in ASF, Washingtonm,
and SOS, ETO, early in 1943. Antecedents of the idea date back as far
as June 1942, when initial Bolero plans had been drawn up in I.ondon.‘

The sudden change in strategic objectives in the following month ap-
4 Gopy of Bolero Plan prepared in the ETO, 30 June 1942, loc.cit.
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parently rendered the inauguration of preshipment impractical in 1942
but when in 1943 the idea was reviewed, basic conditions, particularly
shipping factors, favored its adoption.

These conditions arose from the situation implicit in the foregoing
reference to the extraordinary demands of the North African Theater.
Meeting these demands drew more heavily on available Allied troop trans-
ports than on cargo vessels, and in terms of maintaining the customary
balance between troop and cargo shipments, there was an estimated excess
of approximately 780,000 measurement tons of shipping space for the U.S.-
U.K. run during the period May through August 1942. Turing the subse-
quent months of 1943 the balance would swing the other way and the esti-
mated number of available troop transports would exceed that of cargo
vessels, leaving a cargo space deficiency of approximately 230,000 ship
tons.5

Taking advantage of the expected available cargo space was contin-

upon many factors. For example, it was necessary to insure that
there would be no recurrence of the 1942 loss or misplacement of cargo
in the U.K. More important, however, was the availability of supplies
and equipment from the standpoint of U.S. production, the needs of the

training program, and the demands of other projected operations,

as well as unforeseen operations. There also was a possibility that the
5

An additional factor which may have influenced the adoption of a pre-
shipment program was the scheduling of large numbers of troop sail-
ings on such speedy boats as the British "Queens", which carried very
little cargo. The use of the Queens, which was resumed for the U.S.-
U.K. run during May 1943, would practically require preshipping the
equipment for the troops they carried, in order that the troops could
receive their equipment when they debarked in the U.K. For the Queens'
schidule, see History of the T.C. in the ETO, Vol. III, Chap. VII,

Pe 5 '
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cross-Channel assault might be abandoned, a possibility that appeared
close to reality during the 1343 discussion on strategy in the Hediter
ranean area. And finally, in view of the fact that in March 1943 the
contemplated Continental invasion was more than a year away, it was dif-
ficult to prepare a firm troop basis for the European operations until
the troop requirements of that theater particularly, and also of other
theaters, had become more definitely known.

Doubts concerning the outcome of these factors were sufficiently
resolved by 16 March 1943 to permit qualified OPD approval of ASF re-
quest for authority to ship troop equiment ahead of the movement of
the troop units themselves. This approval and the ASF discussion for
the adoption of preshipment on a wider scale undoubtedly lay behind Lt.
General Samervell's suggestion to Maj. General Gross for a conference
on the latter's proposed cargo shipping schedule. After the conference
was held, this schedule was modified chiefly by lowering the number of
projected sailings for five months of the year. Of primary importance,
however, was the almost simultaneous decision to cammence preshipment an
a large scale. By a memorandum issued 17 April to the Director, Stock
Control Division, ASF, the Assistant Chief of Staff for Operations, ASF,
directed that for shipments to the U.K. cargo space in excess of imme-
diate requirements was to be used "to the maximum possible extent in
order to provide the necessary supplies and the equipment for the very
heavy troop movements expected during the latter part of 1943."6

The directive noted that on 16 April, OPD had authorized the ship-

ment in advance of:

6 Memo to Director, Stock Control Division, ASF, froam Maj.Gen. LeR.
Intes, 17 Apr. 1943. .
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(a) Organizational equipment, less general purpose vehicles,
for the entire U.K. 1943 Troop Basis (then only tentatively ap-
proved). The equipment was to be shipped 30 days prior to a wnit's
departure.

(b) Class IV (comstruction) supplies and equipment for the
entire Troop Basis.

(¢) Boxed general purpose vehicles and major items of equip-
ment for which production exceeds current requirements for tables
of basic allowances for all units in the Troop Basis.

(d) Maintenance actually expected to be consumed in 1943 by
the entire Troop Basis.

(e) A reserve of 45 days' combat maintenance for the entire
Troop Basis.

This list of supplies and equipment was to be set up for shipment
as early as practicable, but in priarity below that for fulfilling re-
quirements for North Africa, and training requirements for troops then
in the U.S. or to be activated in 1943 (on the basis of 50 percent of
controlled items for divisional units and 20 percent for non~divisimnal
units). Since the Bolero requirements for May were large and time ex-
ceedixigly short, every effort was to be made to release cargo to the New
York Port of Embarkation, even though this resulted in unbalanced ship-
ments. Boxed vehicles, tanks, prefabricated buildings and other bulk
cargo were especially desired. The prime requisite was immediate avail-
ability.

The first preshipped cargo for the U.K. was dispatched from U.S.
ports during April 1943. Shipments continued thereafter and under
slightly less severe limitations as a result of a somewhat more flexible
plan worked out by ASF, approved by OPD, and issued 16 May. During May,
Juns and July a total of 557,618 long tons of cargo was preshipped to

the U.K., an amount equal to 35 percent of all U.S. to U.K. shipments
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for the same period. By early August preshipmént of a large share of
the equipment required for the 1943 Troop Basis had been accamplished,
and plans were under way to continue the program for the 1944 Troop Ba-
ais. But before noting the character of these plans, it is necessary
to review some additional problems in programming both troop and cargo
shipments for the latter part of 1943.

Despite the fact that a substantial amount of cargo had been pre-
shipped, thereby increasing the total Army shipments to the U.K., there
was a failure to take advantage of all avallable Bolero cargo space.
The reason for this undoubtedly was the potential changes in strategy,
which, in turn, were responsible for an unstable Bolero troop basis.

In addition, there was the lack of available cargo in the U.S., or
rather a low priority for a considerable part of the type of cargo

which was required to meet Bolero needs.

Shipping Schedules and the Trident Conference
These uncertainties and handicaps for the Bolero buildup unfortu-

nately were not completely resolved at the Trident Conference held in
Viashington during May 1943. It is true that preliminary plans for the
Overlord operation were accepted, but at that time it proved impossible
to provide the basis for a firm troop movement program or a cargo program
for U.S. shipments to the U.K. An agreement was reached for the subse-
quent transfer of seven Allied divisions (four were U.S. divisions) from
the North African Theater to the European Theater, and the British were
assured that the U.S. would place 18% cambat divisions in the U.K. by

late spring of 1944. Furthermore, the Commanding General of the ETO
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estimated that he would have to have about 1,300,000 troops under his
comnand by the projected D~Day, although by May 1943 he had not pre-
pared a firm troop lift. The British were calling for a balanced move-
ment of American Air Forces, Ground Forces and Service Forces troops.

In considering the adoption of a new shipping schedule, the Confer-
ence took into account the maximum potential capacity of U.K. ports and
Allied shipping resources. It was believed that with the assistance of
American port battalions, 150 vessels carrying U.S. military cargo could
be discharged in U.K. ports each month.7 This number was in additiom
to the monthly receipt of a small fleet of approximately 10 vessels
which carried British aid cargo from the U.S., and, of course, in addi-
tion to British shipping for meeting her own food and global military
cammitments., It should be observed that the British estimated that by
using only their own vessels per month, and by employing five U.S. port
battalions they would be able to meet a program of 150 ships per month.
The shipping program approved at the Conference called for the quarterly
movement of cargo vessels as follows:

Third quarter 1943 259 ships
Fourth quarter 280 o
First quarter 1944 420 »
Second quarter 400 #

During subsequent months the Trident Conference troop movement and
cargo programs not only were not maintained, but apparently plamning
for them had not included adequate study of troop reception problems in
the U.K. To meet this latter requirement, on 9 July the British pro-

posed a new monthly personnel buildup program which called for the re-
7.

Letter to Maj.Gen. C.P. Gross from Col. Ll. Wansbrough-Jones, 19 May
1943 (with enclosures).

RESTRICIED-~ =,




9

0

RESTRICTED

ception in -the U.K. of a total of 853,000 troops by 31 December 1943.8
Of this total, 677,400 were to be U.S. troops dispatched chiefly from
the U.S., but also fram Iceland and North Africa. The remaining 180,000
troops were to be Canadian and Royal Air Force troops that were to em-
bark in the Western Hemdsphere,

This British proposal was drawn up contemporaneocusly with the United
States (OPD, General Staff) concern over the breakdown in the Tridemt Bo-
lero troop schedule.” 0n 11 July a staff section of OPD called atten-
tion to certain major diversions fram the schedule, and noted that still
other troop and troop transport diversions seemed likely., It was as-
serted that if all of these diversions were carried through it would be
necessary to embark an average of approximately 153,000 U.S. troops per
month in order to attain a U.K. strength of 1,300,000 by 1 May 1944.
Such a contingency, however, could not be met in the face of U.K. port
capacities, for according to available estimates, it was not possible
for the British Isles to receive an average of more than 150,000 troops
per month, and even then monthly shipments would have to be uniform.

In view of this concern, it is surprising that greater care was
not taken in OFD preparation of schedules for the deployment of U.S.
forces overseas. For example, on 22 July the OCT, ASF, noted that the
Joint Military Transportation Committee program (JMT 13/3/M), reputedly
reflecting the desires of OPD, was in canflict with an OPD plan sub-

mitted to the OCT on 21 July 1943. This latter OPD plan indicated that
8 Plans dram up by the British War Qffice, 9 July 1943, Copy #9, in
the files of the Planning Division, OCT, ASF.

liemo to Lt.Gen. J.E. Hull from Col. A.D. Reid, Chief, European Sec~
tion, Theater Group, OPD, 11 July 1943.
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some 400,000 additional troops and 80,000 additional replacements were
to be moved to the U.K. during the period 1 October 1943 through 28 Feb-
ruary 1944, than were provided for under the Joint Military Transport
Cammittee program. Moreover, the 21 July OPD plan had made no reference
to the scheduled transfer of troops fram North Africa to the U.K., al-
though such a transfer was indicated in the deployment program. 10

Such discrepancies and the preparation of a firm troop deployment
program were taken into consideration in preparing for the Quadrant Con-
ference which was scheduled to meet in Quebec in August 1943. These
preparatims included a proposal that the number of U.S. troops em-
barked in the U.S. for the U.K. on British vessels be increased fram
563,000, as scheduled at the Trident Conference, to 729,000. Antici-
pating further reference to the Quadrant Conference, it may be noted
that this increase in British lift was not effected, but later was cut
t0 451,300, This total was orly somewhat less than the 566,400 U.S.
troops that were to be transported on U.S. vessels sailing to the U.K.
by 1 May 1944.

Preparations for the Quadrant Canference also included a proposed
revision of the Bolero cargo shipping schedule. Both British and U.S.
officials estimated that a total of approximatsly 1,080 vessels would
be required to 1lift necessary cargo prior to 1 May 1944. A major dif-
ference in programming the sailing of these vessels occurred because the
British believed it would be necessary to cut the scheduled sailings for
April and May arrivals in the U.K. to approximately 100 vessels monthly,

10
Memo to Maj.Gen. C.P. Gross from Col. M.B. Stokes, Jr., Chief, Plan-

ning Division, OCT, ASF, 22 July 1943.
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but Colonel Ross, Chief of Transportation, SO0S, ETO, believed that the
U.K. was capable of receiving 155 vessels in April and 150 in May, de-
spite the apparent necessity for cutting down on receptions fram the
U.5.11 1n order to permit outloading for the invasion of the Continent
Colonel Ross suggested that, if necessary, the British import program

could be cut temporarily during those two months,

The Quadrant Conference

Establishing new and firm shipping schedules for the Bolero build-
up at the Quadrant Conference was contingent upon major decisions on
strategy. Allied discussion ‘uring the summer of the possibility of
increasing operations in the Mediterranean were resolved, at Quebec by
a declaration in favor of Allied concentration on plans for a cross-
Channel attack, while Mediterranean operations would be of secondary
importance. A renewed commitment was made to the transfer of four U.S.
divisions and three British divisions from the North African Theater to
the U.K. upon the completion of the Sicilian campaign. The target
strength for U.S. forces in the U.K. on 1 May 1944 was raised to
1,456, 500.12

A monthly schedule was drawn up for personnel movement, to insure
an average monthly flow of 117,700 U.S. troops to the U.K. by 1 May 1944.
This schedule would fall to achieve the target buildup by approximately
4,000 troops, but apparently it involved the use of all available ship-
ping, and the lift could not be increased. The schedule took into ac-

11 Memo to mjoGeno COPO Gross from Brig.Gen. R.H. Wylie, 17 Augo 1943-

12
Schedule showing Bolero buildup, prepared by the Planning Division,
OCT, ASF, 29 Nov. 1943,
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count the divisions which were to be transferred from North Africa to
the U.K. as well as the U.S. troops which were to be transferred from
Iceland to the U.X. It should be added that this schedule could not be
maintained, partly because of delays in completing the conversion of
vessels to serve as troop 'orarr.apor‘l‘.s.]'3 Consequently, it later became
necessary to debark more than 200,000 U.S. troops in the U.K. during one
month, namely that of April 1944, in an effort to achieve Bolero target
strength.

The Quadrant Conference adopted a new cargo shipping program which
recognized the validity of the British position that a cut was neces-
sary in U.K. receptions of U.S. Army vessels during the months preced-
ing preparations for outloading the Continental invasion force. The

approved schedule is shown in the following tabulation:

Month Total cargo
ZShip Loads)

Aug. 1943 81
Sept. 90
Cct. 104
Nov, 105
Dec. 125
Jan. 1944 U3
Feb. 148
Mar. 109
Apr. 108
ay 129
June 130

Of these scheduled sailings, the equivalent of 12 ships monthly,

allocated by the U.S.A. to carry British import cargo, was to transport

1 By 3 October it was shomn that the actual troop buildup in the U.K.
had fallen behind Quadrant estimates for August and September to the
extent of 118,764 troops. October estimates of the Movements Divi-
sion, OCT, ASF, indicated that unless converted troop ships were
made available more rapidly, by the end of February 1944 the Bolero
troop buildup would be short an additional 780,000 troops. Memo to
Brig.Gen. R.H. Wylie fram Lt.Col. D.E. Farr, 4 Oct. 1943.
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some U.S. Army cargo. Apparently, such an arrangement was justified by
the effort to have all vessels sailing from the U.S. to the British
Isles campletely loaded, and also to take advantage of the possibility
of distributing heavy cargo and ballom type cargo equitably among U.S
Army and British allocated vessels. Such an arrangement, however, pre-
sented discharge difficulties for U.S. Amy forces in the U.EK. as later
discussion will emphasize. It should be added that the shipping sched-
ule noted above included the monthly dispatch of an average of four ves-
sels which were to lift a total of 400,000 measurement tons of cargo
for the U.S. Navy,.

An indication that this shipping program could be carried through
as planned was provided by the assurance that ASF would have sufficient
cargo available monthly. Yet this assurance proved sanguinary, for not
only was there occasionally a shortage of available cargo in the U.S.,
but also some of the services seemed to delay releasing cargo which ap-
parently was ava:i].able.ll* Such factors caused a revision of the Quad-
rant Conference schedule, and forced the adoption of a program which re-
quired the sailing of an unusvally large number of vessels fram the U.S.
during April and May 1944, & number greatly in excess of the number
which could be unloaded in U.K. ports. The resort to this expedient
will be described later while discussing the preloading and commodity
loading programs.,

One of the decisions taken at the Quadrant Canference affected not
only the amount of supplies available to ASF in the U.S. but the pre-

shipment program as well. This was the matter of re-amming French divi-
L Memo to Brig.Gen. R.H. Wylie from Col. N.H. Vissering, 30 Dec. 1943.
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sions, originally taken up in a positive form at the Casablanca Confer-
ence during Jamuary 1943. At the Trident Conference in the following
May, it was agreed that 11 French divisions in North Africa would be
equipped with supplies shipped fram the U.S. in accordance with a defi-
nite schedule. This agreement was later modified. By the time of the
Quadrant Conference in August 1943 a first group, or approximately four
French divisions, had been equipped with shipments totalling about
250,000 measurement tons of cargo. Under the modified plan only five
French divisions remained to be equipped before tha end of 1943.

The Quadrant Conference repewed Allied approval for shipping the
equipment for this force, equipment which also would amount to 250,000
measurement tons of cargo. However, this program was later modified,
and approximately three of the five French divisions received their
equipment fram that which was left behind by the four U.S. divisions
that were moved fram North ifrica to the U.K. This left only two Fremch
divisions which had to be supplied with new equipment from the U.S., but
it still required =zt least 150,000 tons of cargo space. Meanwhile, new
equipment for the transferred U.S. divisions was stockpiled in the U.K.
under the preshipment program. Irrespective of changes, it may readily
be seen that the French re-armament program drew heavily on the limited

amount of equipment available in U.S. stockpiles.

Preshipment for ETO 1944 Troop Basis

The status of the preshipment program after August 1943 was subject
to considerable improvement due to several factors. First, ASF reached

a new agreement with the Ground Forces on the latter's training require-
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ments, so that effective 26 July 1943 a larger amount of cargo would be
made available for preshipment. A week later the Troop Basis was pub-
lished for the Ground Forces destined for movement to the ETO during

the first four months of 1944, and this list permitted definite plan-
ning for a continued preshipment program. Two weeks later the ETO Troop
Basis was issued for service and Air Force troops, further aiding prepa-
rations for preshipment. These several troop lists provided for the
buildup in the U.X. by 1 June 1944 of 20 combat divisions (13 of which
were infantry, five armored and two airborme), and an appropriate num-
ber of service troops.

Publication of the more camplete Troop Basis, in conjunction with
the decision affecting strategy reached at the Quadrant Conference, made
it possible to issue on 13 August 1943 a new directive covering preship-
ment of equipment and supplies to the ETO. On the basis of this di-
rective, fran 1 September 1943 through April 1944 it was possible to
ship as preshipped cargo approximately 35 percent of all Army tommage
dispatched from the U.S. to the U.K. This amounted to a total of ap~
proximately 3,714,000 tans of cargo.

The effectiveness of the preshipment program was somewhat hampered,
however, by the low priority accorded Bolero cargo, and by the heavy in-
crease in the rate of troop embarkations for the U.K. The monthly rate
of embarkations began to increase noticeably with October 1943. Al-
though there was considerable varistion, a fairly even flow was assured
from that date through May 1944. This is reflected in the following
table of troop embarkations in the U.S.:
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October 1943 159,425
November 72,156
December 168,113
January 1944 124,561
February 190,290
March 138,177
April 131,856
May 132,110

The effort to obtain a higher priority for various types of Bolero
cargo was associated with the inability to obtain in the U.S. release
of meny critical items, so that all the cargo necessary to supply the
entire 1943 Troop Basis had not been shipped by 1 September 1943. The
theater complained of delays in shipping this equipment and/or supplies,
and indicated that in scme instances equipment was arriving even after
troop units had debarked.15 In an effort to reinforce its request for
a more rapid flow of materiel, the theater showed that the logistical
factors which it used were in many cases appreciably lower than those
set forth in the ASF instructions prepared for the theater in July 1943.
The theater explained that this condition arose from its omn supply ex-
perience, fram the policy for bulk-shipping initial organizational equip-
ment, and from the amount of local procurement. In view of the saving
in shipping space that it was able to effect, the theater believed it
was entitled to a more prompt receipt of the equipment and supplies
which it needed.

The theater also pointed out that there existed in the U.K. a re-
quirement for approximately 125,000 long tons of organizational equip-
ment for troops scheduled to arrive in October, which was not yet re-
ceived, including shortages of items for troops equipped to date with

15
Memo to The Adjutant General, War Dept., Wash., D.C., fram Maj.Gen.

J.C.H. Lee, 19 Sept. 1943; AG 400 x 381.1 (19 Sept. 1943) SOS GDS.
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shipments of materiel called for by operational projects and thereby re-
leased a larger amount of cargo with which to meet the shipping program.

Operational projects required the shipment of equipment and mate-
rials necessary for the fulfillment of various types of construction
programs and other operations, scheduled for both before and after D-

By the end of October 1943 the War Department had approved proj-
ects calling for the shipment of 1,331,000 measurement tons of cargo,
800,000 tons of which were then scheduled for movement during the first
quarter of 1944. At the same time another set of projects involving the
movement of 740,000 tons of cargo awaited War Department approval. Pri-
or to December 1943 the Army Service Forces had desired to ship some of
the 800,000 tons scheduled for 1944 as quickly as possible, but had been
prevented from doing so because of the low priority for the movement of
operatimal projects cargo. Following a slight raise in the priorities
for all ETO shipments during November, there was the 17 December ap-
proval of a new top priority on all ETO shipments, which, as previously
mentioned, affected PROCO projects.

The delay in maintaining the Bolero cargo program had begun to
alarm the Office of Chief of Transportation, ASF, as early as November

At that time the Chief of Ocean Traffic Branch, Water Division,

pointed out that a very serious shortage of cargo existed for December
l¢>ad.’:.ng.16 This shortage, reinforced by the previous inability to meet
nonthly cargo target figures, raised a question as to whether or not the
required amount of cargo could be made available in the U.K. in suffi-

cient time to meet invasion requirements. In fact, the OCT wondered if
16

Memo to Brig.Cen. R.H. Wylie from Col. N.H. Vissering, 11 Nov. 1943.
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the delay in shipments would not make it necessary to revise tactical
plans.

In order to underline the failure to maintain monthly cargo ship-
ping schedules, the Water Division, OCT, called attention to a chart
prepared by Headquarters, SOS, ETOUSA, which indicated that a total of
6,480,510 measurement tons of Bolero cargo should be shipped during the
second half of 1943. It also mentioned a 3 August Planning Division,
OCT, schedule, which indicated that a net total (without broken stow-
age) of 5,393,000 measurement tons of cargo should be shipped during
the last half of 1943, if the Transportation Corps was to meet the ship-
ping requiraments for plammed operations. Apparently the differences
between these two sets of figures was based on OCT information on the
supposed availability of cargo, or the availability of shipping space.
In any case, since the program was not being carried out, periodically
the Planning Division, OCT, had drawn up successive revisions of its
chart, each time showing the backlog of cargo that was being built up.
By 11 November 1943, according to Planning Division, OCT, this backlog
amounted to 574,600 measurement tons of cargo, although according to
Headquarters, SOS, ETOUSA, the total was 2,022,110 tons. The Water Di-
vision, OCT, suggested that a study be instituted as to the cause for
this continuous failure to meet monthly cargo targets, in order to take
proper corrective action.

This timely warning had no appreciable result in terms of improv-
ing manthly shipments, at least through February 1944. There was a con—
tinued failure to meet monthly targets, and as the time for D-Day drew

near, it became evident that drastic steps were necessary to deliver
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ships' turnaround time, which then averaged 30 days.17

Consideration of this prestowage plan became merged with a study
for providing the theater with additimal quantities of ammunition.

The study concerned a distinct type of loading called cammodity load-
ing, that is the filling of each vessel with one type of cargo, or with
cargo for one service. Consequently, Brig. General Ross* proposal was
modified to provide a new plan whereby 54 ships would be utilized for
prestowing, 11 of which would contain anly ammunition. The General
Staff, War Department, approved this revised prestowage plan on 3 March
with the understanding that the vessels would be dispatched in serial
during April, May ancd June. Actually, the first salilings were in May
when 19 prestowed ships left U.S. ports, and these were followed by

22 vessels in June and 13 in July. These sailings completed the pre-
stowing program, although commodity loading cantinued throughout the
Buropean campaign. As the result of the prestowage program, in addi-
tion to the regular monthly Bolero program, total sailings from U.S.
ports for the U.K. carried 2,033,987 tons of carge during May; 1,815,145
tons during June; and 1,912,878 tons during July.

Anticipating discussion in a later chapter, it may be observed that
£i1ling U.K. waters with American vessels, many of which had to wait on
tactical developments on the Continent, presented the possibility of
creating an unwieldy and wasteful backlog of ships awaiting discharge.
This situation actually developed at a time when the world-wide demands

for Allied shipping could not be fully met, so that drastic steps be-

17 e 53 ships would carry a total of 484,000 measurement tans of
cargo, but some of this would be deckloaded, and apparently the deck
loads were to be discharged at U.K. ports.
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came necessary in the fall of 1944 to lower ship turnaround time in the
ETO, and to reduce the heavy backlog. However, pre-D-Day plamning had
anticipated retention of 142 A;zlerican ships in the U.K. for operational
use within the *thea\t.ta::'.l8 One hundred of these vessels were to be spe-
cially fitted in the U.S. with ballast, flooring and adjustable rigging,
in order to enable them to serve for transporting vehicles between the
U.K. and the Continent. These vessels were termed motor transport ves-
sels (MIVs) because they were intended as motor transport carriers. The
conversion of vessels to MTVs was accomplished in the theater, as later
discussion will show.

i8 Memo to C.G., NYPE, et al, fram Col. R.M. Hicks, Ch/Mater Division,

OCT, ASF, 19 Feb. 1944.
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IV. U.S. PREPARATIONS IN TnE U.K. FOR O PART I

The responsibility for receiving and distributing in the British
Isles the increasingly heavy shipments of Bolero perscnnel and cargo in
1943 and 1944 belonged largely to the Transportation Corps in the Euro-
pean Theater of Operations. This organization, as described above, was
established in the summer of 1542 and was maintained throughout the pe-
riod of the North African campaign despite a heavy drain of officers
and T.C. units, In fact, it had even enlarged the scope of its activity
during that period by taking over from Sea Transport the responsibility
for outloading American troops and supplies, and by receiving control of
the Military Railway Service from the Corps of Engineers.

Meanwhile, the decision to resume preparations for a cross-Channel
assault foreshadowed a tremendous expansion of T.C. activity. The of-
ficial responsible for directing this activity was Colonel F.S. Ross,
who returned to London after he had set up an organization to handle
U.S. Army transportation activities in North Africa. Leaving the lat-
ter area during February 1943, Colonel Ross first conferred with mili-
tary leaders in the U.S. and then during the following month returned
to the U.K. to resume his duties as theater Chief of Transportation.
His experience in North Africa, as well as his former services in the
U.K., were to prove invaluable in accomplishing successfully the great
transportation assigmnment that lay ahead.

The three major fields of activity with which Colonel Ross (subse-
quently advanced to the rank of Major General) was concermed included,

first, the Bolero buildup of forces, equipment and supplies; second, the
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U.K. phase of Overlord plaming which concentrated on the outloading of
cargo and the marshalling and embarking of troops and equipment; and
finally, the planning for the Continental phase of Overlord with partic-
ular attention to the support of what was called Operation Neptune, that
is, the activities which were concerned with the assault and immediate
buildup phases of U.S. Army operations on the COnti.nent.l The Neptume
phase was scheduled to extend fram D-Day to D plus 4l1.

In addition to the planning activities in connection with trans-
portation requirements and the implementation of those plans, the Trans-
portation Corps in the ETO was responsible for the technical supervi-
sion of traffic cantrol under the Assistant Chief of Staff, G-4, SOS,

of those installations and commands which were authorized to have a

general staff. These installations included the Service of Supply, ETO
(later redesignated the Camzone, ETO); the Advance Sectionm of Comzone, 3
a unit assigned to take over control of supplying the Armies _following
the initial assault phase; the Forward Echelon of Camzone, a unit which
was to succe:d the Advance Section (ADSEC) in comtrol of continental
supply operations as ADSEC moved forward behind the Armies; and base
sections in the U.K., as well as those which ultimately would be estab-
lished on “he Continent under the control of Comzone.

The Transportation Corps also was responsible for the operation of

ports of embarkation and debarkation in the U.K. and, later, on the Con-
tinent. It was assigned control of the operation of military reilways

in both areas in support of U.S. Army movements, and of inland waterways.
I Rt shutethdi

Report of the General Board, USFET, Operation, Organigation, Supply
and Services of the T.C. in the ETO, Transportation Section, Study ‘
#122, p. 8.
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Finally, it was made responsible for the operatiomnal control of motor
transport, In other words most of the principal forms of transporta-
tion, other than air transport, were technically under the control of
the Chief of Transportation within the S0S, later the Comzone. About
the only element that was lacking was actual command, that is, the a-
bility to move transportation organizations freely enough to meet local
situations, and changing requirements when such action would benefit

the whole plan. This status of the T.C. meant that there were no exempt
commands corresponding to the Ports of Embarkation in the zone of inte-
rior, for full authority over U.S. operated ports in the British Isles
was accorded the base section commanders under the Headquarters, S(’S.2

The central organization of the Transportation Corps, the OCOT,
which handled these transportation assigmments, was rebuilt during the
summer and fall of 1943 around the nucleus which remained in the U.K.
during the North African campaign. There was a decided increase in the
number of officers and persomnel attached to the OCOT, SOS, and the
number of Divisions which were activated to handle special types of
operations. This persomnel and these Divisions were subjected to ap-
propriate assignment or reorganization within the structure of the OCOT
during the period prior to D-Day.

By 1 January 1944 the divisions of the OCOT showed a marked vari-
ance from the simple type of organization originally established in
May 1942. 1In addition to a Chief of Transportation, who was assisted
by an administrative assistant and a cantrol division, there was a dep~

uty chief of transportation and the following staff officers: assist-

Ibid, pp. 1 and 2.
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ant chiefs of transportation for administration, planging , movements,
marine operations, supply, motor transportation, and military railways.
The OCOT supervised the work of various operating units which included
the ports of embarkation, traffic regulating groups, railway grand di-
visins (and subardinate railway units), base depot companies, Quarter-
master motor transport units assigned to the T.C., and amphibian truck
companies.

The relative importance of the work of the various divisions under
the several assistant chiefs of transportation is difficult to assess.
All division heads were concemed with vital planmning tasks, though in
this field the Assistant Chief of Transportation for Planning stands
out as most important. For operations in the U.K., however, the work
of the Movements and Marine Operations Divisions were perhaps most sig-
nificant. A specialized type of work which was required of the OCOT is
exemplified by the number of branches that were set up in the Movements
Division. These branches, whose activities will be described later,
consisted of the Operations Branch, the Regulating Branch, the Freight
Branch, the Perishable Freight Branch, the Passenger Branch, the Highway
Branch and the Training Branch. Not all of these branches had been ac-
tivated at the same time, for each had come into existence as the need
for it arose.

In July 1943 it had been estimated that the OCOT would require ul-
timately a staff of approximately 500 men. A slow growth in the size
of the staff occurred during the following period, but it eventually
was cut back, largely due to the demands for experienced transportation

personnel in various agencies set up to handle supply operations on the
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Continent.3 This topic will be dealt with more fully bglal, but it is
significant that by 1 June 1394/, there was a total of 104 officers and
125 enlisted men in the OCOT. By way of contrast, at the close of the
European campaign, that is on 1 liay 1945, the staff of the OCOT com-
sisted of 231 officers and 839 enlisted men. of this persomnel, 145 of-
ficers and 544 enlisted men were attached from other units.l’

Lkmong the important factors whicn affected the responsibilities of
the OCOT during the Bolero period was the theater reorganization on
27 Yay 1943. On that date, Maj. General Lee, in addition to his exist-
ing duties as Commanding General, SOS, assumed the duties and functions
previously perforned by the Assistant Chief of Staff, G-4, Headquarters,
ETOUSA.S The latter office was discontinued. This reorganization re-
moved one echelon from a position superior to the Chief of Transporta-
tion, although, of course, it sti1l left that officer responsible to the
G-4 office, SOS. The relationship between these latter two organiza-
tions was to have an important bearing on operationg on the Continent,
and not until approximately 1 January 1945 were the respective duties
of each regarding the control of shipping and inland transportation
movements satisfactorily adjusted.

Even with his official position assured as the head of a special
staff section, the Chief of Transportation was subject to many influ-
ences which affected his overall responsibility. One handicap arose

fron the absence of officlal doctrine as to the work he should perfom.6

_3 Personal letter to Maj.Gen. C.P. Gross from Brig.Gen. F.S. Ross,
10 Nov. 1943.
Report of the General Board, USFET, Study #122, p. 8.

4
5 general Order #33, Headquarters, ETOUSA, 27 May 1943.
6

Personal letter to Maj.Gen. C.P. Gross from Brig.Gen. F.S. Ross,
10 Nov. 191#30




Other handicaps grew out of the Army's prewar unpreparedness for large
scale undertakings, and the lack of available qualified personnel who
could handle Army transportation matters effectively. Some aid along
these lines was obtained from experiences gained in North Africa and
from the study of tramsportation activities during World War I, but
still a great deal had to be done to insure effective centralized con-
trol of transportation and to obtain and train the units necessary to
carry on transportation activities during the European campaign of
World War II. In this congection the necessity for same new transpor-
tation units such as harbor craft companies and T.C. depot companies,
or the promulgation of tables of basic allowances for existing transpor-
tation units that lacked such tables, was the particular burden on the
Office of the Chief of Transportation.’

As previously indicated, control of air transport in the theater
lay in the hands of the Commanding General » 505, and the Air Transport
Command. This latter agency later was superceded by an Allied agency
which carried on similar functions in the operation of air transport
carriers. A special Priorities Board was set up to allocate air tonnage
allowances to the Air Forces, Ground Forces and Service Forces. The
Chief of Transportation did not participate in the work of this board.
Parenthetically, it may be noted that the U.S. Chief of Transportation,
AFHQ, North African Theater of Operations, played an important part in
determining the allocation of priorities for movement of Army goods by
air in his theater.

The Chief of Transportation, SCS, did not retain control of the

7 i;z;onal letter to Maj.Gen. C.P. Gross from Col., F.S. Ross, 18 May
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movenent of petroleum products as had been contemplated in 1942, for
that field of activity became the concern of an Area Petroleum Service
within the S(B.8 For a time, the control of motor transport activities
was removed from the T.C., although by the sumer of 1943, as later dis-
cussion will emphasize, this field of transportation was returned to
the OCOT.

Occasionally the respansibilities of the OCOT developed from demon-
strated ability to perform a given task successfully. For example, dur-
ing May 1943, it was considered that beach parties in landing operations
were concerned with a tactical operation in which the T.C. should have
no part.9 Colonel Ross believed that a port headquarters and appropri-
ate transportation troops should be included in such a party, and he
learned from the Navy that it had neither the persomel nor experience
for unloading ships in amphibian operatians. He pointed out that opera-
tions in North Africa justified the contention that in the final anmaly-
sis, the T.C. was required to unload ships, and that it landed practi-
cally all cargo from the start of that operation. However, because the
initial operations at a landing beach required the services of the Corps
of Engineers and because the Engineer Special Brigades had been so suc-
cessful in landing operations at such beaches as those in Sicily and in
the Pacific, overall control of beach operations in Normandy was assigned
to the Corps of Engineers. For projected operations at one of the
beaches a T.C. port headquarters was attached to an Engineer Special
Brigade Group, and for both projected American beaches, T.C. port and

8 General Order #33, Headquarters, ETOUSA, 27 May 1943.

9 Personal letter from Col. F.S. Ross to Maj.Gen., C.P. Gross, 18 May
1943.
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amphibian truck companies were assigned to Engineer Special Brigades,
so that Colonel Ross only partially achieved the position he desired
for T.C. units in beach operatiomms.

Outloading the assault and follow-up forces for cross-Channel op-
erations also initially was considered part of the tactical operatioms,
and was not the concern of the T.C. Colonel Ross obtained the oppor-
tunity to demonstrate the T.C.'s ability to perform this work, however,
and during a trial operation, the T.C. was able to secure the loading
of approximately 100 vehicles om an IST in 30 minutes, and their wnload-
ing in four.lo This record was superior to what other agencies had cal-
culated as possible and it convincingly demonstrated the superiority of
T.C. methods. As a result, the T.C. was assigned responsibility for the
tremendous outloading preparations that were undertaken under the direc-

tion of tack force commanders.

T.C. Relations with WSA and the Air Forces

The OCOT also had to work out tramsportation responsibilities with
the WSA and the U.S. Army Air Forces. At one time, there was a sugges-
tion that the WSA take over the responsibility-for handling U.S. Ammy
cargo received in British ports on WSA vessels carrying primarily Brit-
ish lend-lease cargo.u It should be noted that Colonel Ross previously
had achieved a satisfactory understanding with WSA representatives in
the U.K., and this fact may have determined the decision to drop plans

for WSA port operations in the U.K. During 1943 the U.S. Air Forces in

10 134,

n Personal letter to Maj.Gen. C.P. Gross from Brig.Gen. F.S. Ross,

10 July 1943.
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the British Isles were receiving particularly large shipments of cargo
in order to carry out their pre-D-Day preparations for the assault on
the Continent. 1In order to offset the inclination of the Air Forces to
establish a separate transportation service of their own, and in order
to maintain centralized control of all incoming shipments of U.S. Army
cargo, the OCOT, supported by the Chief of Transportation in Washington
undertook to meet Air Force requirements as pramptly and as efficiently
as poaa:LbIl.e.:12 In furtherance of this aim, the T.C. took special pains
to handle promptly Air Corps shipments arriving in the U.K. with poor
marking; with extra trouble, discharged Air Corps cargo fram vessels
carrying same British cargo; and erected special structures on the decks
of oil tankers to carry assembled planes. The Transportation Corps in
ETO also secured the aid of the British Admiralty for effecting improve-
ments at the ports of North Ireland so that the discharge of U.S. Army
aircraft could be expedited. Along with this effort came the construc-
tion of a special rig which facilitated the movement of aircraft fram
the ports to appropriate airfields in North Irela.nd.13 Undoubtedly such
efforts made it possible to retain centralized control in the T.C. of
all incoming U.S. cargo.

Fulfillment of the T.C. responsibility of planning transportation
activities in the theater was achieved in the face of a number of dif-
ficulties. Despite urging from Amy Service Forces headquarters in the
U.S. and the willing compliance of the Commanding General, S0S, the
Chief of Tramsportation did not always find it easy to obtain appoint-

12 1bid, 8 June 1943.

1 The Story of Transportation in the U.K., p. 35; and History of the
T.C. in the ETO, Vol. II, p. 52. ‘

ResmeTED



BESTRIGTED-

ments of his representatives to the various agencies concerned with
planning for Overlord.14 Perhaps this difficulty resulted from the
newness of the T.C. and the failure of higher planning agencies to ap-
preciate the significance of transportation in projected operations.
Judged by the planning for motor transport activities and the activities
of the Engineer Special Brigades, in preparation for beach opsrations,
it is evident that occasimnally the T.C. was not called upon for its
support until the eleventh hour. Some of the results of such develop-
ments will be considered later in this monograr'.

Transportation experiences in the North African Theater, if fol-
lowed in the European Theater, might have had serious repercussioms on
the work of the OCOT. The fact that German resistance held out longer
in Tunisia than had been amticipated resulted in vigorous efforts to
jucrease the amount of Army cargo moved by railroad in North Africa.

To further this end, during January 1943 an urgent cable was dispatched
to the United States to send to North Africa, Brigadier General C.R.
Gray, Jr., the General Manager, Military Railway Service. The impor-
tance of his projected assigmment led to the appointment of Brigadier
General Gray as Director, Nilitary Railways in the Allied Force Head-
quarters (AFHQ) staff. Such a position was considered necessary because
the assigmment involved control of Allied railway operations, but it
meant that as an American officer, the Director General, kRS, held a
position in an equal echelon with (and therefore was not responsible to)
the Chief of Transportation (U.S.), AFHQ, NATOUSA. More specifically;

Brig. General Gray was responsible to a BEritish general staff officer
14

Personal letter to Maj.Gen. C.P. Gross from Col. F.S. Ross, 18 May
1943.
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called the Chief Acministrative Officer, and it was this arrangement
(which it must be emphasized, developed from unforeseen requirements,
though at the same time, in accordance with British irmy organization),
that led high-ranking U.S. officers concerned with Overlord planning to
project a similar setup in the Buropean Theater.

During February 1944, that is, following the appointment of Gen-
eral Eisenhower as Conranding General, Allied Forces, and the establish-
ment of his S//4FF Headquarters, General Eisenhower's Chief of Staff, Lt.
seneral William B. Smith, desired to duplicate the North African organi-
zation at SHAEF, at first only as it affected shipping and movements.

To achieve this end, he sought the transfer of Brig. nanaral Ge.C. Stew-
art, Chief of Transportation (U.S.), AFHQ, NATOQUSA, to London to serve

5 Lt. General Somervell

under the Chief Administrative Officer, mmrmw.w
strongly objected to such an arrangement, first because he believed that
projected activity in “the Mediterranean would require Brig. General m».m.i..
art's remaining there, and because he believed that all personnel for
handling transportation matters in the European Theater should be d

from Maj. General Lee's staff in order to achieve the greatest possible
unity there.

This protest apparently was effective, because Brig. General Stew-
art remained in the North African Theater until he acc ded the Al-
lied forces invading southern France and later joined the OCOT, Comzome,
ETOUSA. About two months after the consideration of the foregoing pro—
posal, SHAEF again attempted to modify the overall transportation pio-

ture in the theater. In this instance, Lt. General Smith endeavored to
15

Letter to Maj.Gen. J.C.H. Lee from Lt.Gen. B. Scmervell, 21 Feb.
1944
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set up a Director General of Railways in the SHAEF staff under a Brit-
ish officer. He also desired to transfer Brig. General Gray from North
Africa. Again Lt. General Somervell objected strongly. He believed
that it was fundamental that there should not be a railway service sepa-
rated from and not integrated with other transportation functions. He
also believed there should not be operatimal functions in both the SOS
and SHAEF.16
Lt. General Somervell stated that in the ETO "there is now a strong-
ly integrated T.C., probably the best organization in that respect of
any theater in the world." This belief undoubtedly accounts for his
reluctance to see a split in the T.C. in the ETO, and his reluctance
to see the control of U.S. transportation activities placed in British
hands. In regard to the former point, Lt. General Somervell believed
that adopting the World War I type of organization of a separate rail
service should be avoided at all costs. His solution was that Lt. Gen-
eral Smith raise Brig. General C.L. Burpee, Director, 2nd Hilitary Rail-
way Service, to a higher rank and place him on the SHAEF staff, while
at the same time leaving Brig. Gemeral Burpee to continue to head rail
operations under Maj. General Ross. It should be explained that Brig.
General Burpee had arrived in London in March 1944 as the head of the
2nd Kilitary Railway Service, and was assigned to operate on U.S. mili-
tary railways on the Continent following D-Day. Lt. General Somervell
believed that Brig. General Gray should remain in the position which

he then occupied, and be brought into the European Theater after the
16

Letter prepared for Lt.Gen. Wm. B. Smith by Lt.Gen. B. Somervell,
10 Apr. 1944. This letter was not dispatched to Lt.Gen. Smith but
instead Maj.Gen. Gross was sent to confer with him.
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Allied invasion of southern France had been undertaken.

Lt. General Somervell's suggestions were presented to Lt. General
Smith in a personal conference by Maj. General Gross, and led to the
adoption of Lt. General Somervell's suggestions with modifications.
Instead of appointing Brig. General Burpee to a SHAEF positiom, Colonel

Appleton was brought from the China-Burma-India Theater and given
the position of Director General, Military Railways in the G-4 Division,
Sl:ut‘::':l"'.]"7 He was made responsible for recommending general railway poli-
cies, the overall planning for technical development and operation of
military lines of communication in the zone of operations, staff super-
vision of railway construction, maintenance and operation, and recom-
mendations for allocation and reallocation of railway resources, both

18 thile this arrangement seemingly bypassed

material and personnel.
Maj. General Ross' staff, actually it had provided for close coordina-
tion of SHAEF and the OCOT railway activities, because Colonel Appleton,
prior to his railway experience in the CBI Theater, had served in the
Rail Division, OCT, ASF, where he had assisted in planning railway op-
erations in the European Theater.

Colonel Appleton established close relations with Maj. General
Ross and insured coordination between the Allied forces railway units.
He organized only a small staff with transportation, mechanical, stores

and engineer sections, because he believed that there was no need for

17 later a G-4 Movements and Transportation Section was added to SHAEF,
similar to the organization in the North African Theater. Although
it is known that this staff section dealtdirectly with the Movements
Division, OCOT, a record of "Mov. and Tn." has not came to the atten~
tion of the author of this monograph.

18 ,gministrative Memo #12, SHAEF Headquarters, 7 May 1944.
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an elaborate orga.nization.lg It is interesting to note that not until

8 December 1944 was Colonel Appleton made a general officer. Meamwhile,
he had been somewhat handicapped by his lack of rank, particularly in
dealing with officers of Allied natims.20
The size and responsibility of the OCOT was also affected consid-
erably by British assistance in transportation matters. Initially the
British operated all ports receiving U.S. troops and supplies and through-
out the Bolero period they operated all British mainline railroads. This
work was supplemented by the British loan of manpower and equipment and
the furnishing of a large amount of supplies. In addition to clerical
aid for the OCOT, there were British drivers of motor cars, British
stevedore workers, movement control personnel and other types which
rendered valuable assistance in fulfilling the T.C. mission. The Brit-
ish contribution of supplies not only aided in the buildup of cargo for
use on the Continent, but naturally reduced the amount of cargo which
had to be shipped from the U.3., discharged at British ports and dis-
tributed to depots and camps.21 The amount of the British supplies and
services will be considered later in the discussion of British reverse

lend-lease activities.

Expanding Activities at British Ports
The Irish, western English, Scottish and Welsh ports which had

19 personal letter to Haj.Gen., C.P. Gross from Col. J.A. Appleton,
15 May 1344.

20 1pid, 9 December 1944.

21 During the fiscal year 1943, 1,500,000 measurement tons of material,
in addition to a large quantity of construction materials, were pro-
vided by the British to the U.S. forces in the U.K. Advance copy
of the Biemnial Report of the Chief of Staff, U.S. Army, to the Sec-
retary of Var, July 1, 1941, to June 30, 1943, Note 5.
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played prominent parts in the 1942 buildup of American forces became
inadequate to handle the increasingly large traffic which began to flow
to the U.K. in the summer of 1943. Consequently, during July of that
year the eastern British ports of Hull, Immingham and London and the
southern ports of Southampton and Plymouth were opened to receive U.S
cargo. At that time Brig. General Ross' office did not have sufficient
personnel to establish port headquarters in these areas, and occasional-
ly temporary assignments of inexperienced personnel were required, as
when from the middle of April to the middle of July 1943, the regional
traffic office at London acted as a port 'l'xea.c’lq\:‘a.rters.2:2 The office con-
tained no persomel trained for port operations, but it established, nev-
ertheless, a creditable record in discharging cargo. Fortunately, the
office was able to resume its original duties by July because the in-
crease in the number of available mobile port headquarters then made it
possible for the 1l4th Port to take charge of American port operations
at London and other east coast ports.

By 1 January 1944 six American mobile port headquarters were operat-
ing in the U.K. During the first quarter of that year, four additional

port headquarters arrived.23

This increasing mumber made possible the

consolidation of the work of the existing headquarters, but it also in-
volved a considerable amount of shifting of Headquarters from one port

area to another., Coincident with the shifts was the withdrawal of two

mobile ports, namely the 4th and the 1llth, to prepare for subsequent

activities on the Continent. The 11lth Port was assigned to future beach
22

. The Story of Transportation in the U.K., p. 102.
3 History of the T.C. in the ETO, Vol. II, pp. 46ff.
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operations at Normandy, including the operation ,of minor Normandy ports,
and the 4th Port was to prepare to take over U.S. port operations at
Cherbourg.

Shifting mobile port headquarters in the U.K. also was accompanied
by a number of administrative changes, and all of these factors proved,
to be samewhat of a handicap to efficient operation. Nevertheless, by
1 April 1944 the 10 mobile ports then available in the U.K. had received
more or less fixed assigmments as follows: the 7th Port operated in
North Ireland and the 5th Port continued to operate in the Clyde Area;
the 12th Port, which had received a temporary assigmment at Hull, was
moved to London by 1 February 1944; the 13th Port was operating at Ply-
mouth where it had taken over an assigmment from a detachment of the
14th Port; the 14th Port itself was placed in charge of Southampton and
several sub-ports, where it was to accomplish a vital role in the build-
up of U.S. forces an the Continent; the 15th Port took over operations
in the Mersey Area, relieving the 4th Port for the assignment noted a-
bove; and the 16th and 17th Ports operated in the Bristol Chamel where
they took over from the 1lth Port that had become attached to the En-
gineer Special Brigade Group that was to handle supply operations on
Omaha Beach. Just prior to 1 April 1944 all the mobile ports were re-
organized under new tables of organization, a reorganization which re-
duced the size of their staffs from 579 to 519 personnel.zl‘

0f equal, if not greater, importance in handling incoming troops
and supplies was the furnishing of port troops to assist British labor.

British labor unions had been reluctant to surrender their control in

24 Tbid, p. 49.
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discharging all cargo in the U.K. and the British Ministry of labor
had supported them in this position. Nevertheless, Army Service Forces
Headquarters in the U.S. had foreseen the need ultimately for supple-
menting this British labor, which was composed of older British men and
which had been reduced in number by the drain of many men into the Brit-
ish armed services. Furthermore, there was the American feeling
by the employment of equipment which American forces could supply
their omn port troops, operations in the U.K. could be materially speeded
up. Despite ASF foresight, it was not easy to obtain OPD approval for
the formation of what ASF considered enough service wnits, not anly for
the U.K. but for other theaters of operation as well. However, some
British authorities also foresaw the need for the employment of American
port troops and they were able to asaist.ASF in obtaining higher prior-
ity for service troops from the Combined Chiefs of Staff.zs Even with
this approval, there was still a question of obtaining authority to ac-
tivate the troops, and the problem of distributing those which were au-
thorized equitably among the overseas theaters.

During July and August 1943 some of the part troops scheduled for
movement to the U.K. received a new assignment in answer to an urgent

26 Further-

request for service troops from the North Afriéan Theater.
more, the demand for troop transports to carry all types of Army person-
nel to North Africa occasionally led to cuts in the number of service
troops which could be carried according to schedule to Great Britain.
For example, during August 1943 there was a reduction in the number of

25 Personal letter to Col. F.S. Ross from Maj.Gen. C.P. Gross, 27 May
2% 1943.
Ibid, 14 July 1943.
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personnel to be embarked in the U.S. for the U.K., from 103,070 to
50,000, and this reduction had a serious adverse effect on the timely
movement of port troops to that destination. This occurred at the time
that the OCT, ASF, was endeavoring to dispatch 15 port battalims to the
European Theater by 1 January 19144.27

The OCT, ASF, program had been drawn up in response to the British
Ministry of Labor admission in July 1943 that the number of available
British stevedores was inadequate to handle the incoming flood of cargo.
At the same time, the latter office had requested dispatch of 2,500
stevedores from the U.S, at once. In reporting this change of policy,
Colonel Ross estimated that 15 U.S. port battalions would be necessary.
He was able to show not only that the shortage of British stevedore per-
sonnel was delaying the discharge of cargo from U.S. vessels, but that
also the increasing war weariness of British port labor was reflected
in a 17 August strike at Liverpool. At that time, the OCOT had ome U.S.
port battalion in the British Isles, and various detachments of it were
stationed at Manchester and the Bristol Channel ports.

In response to the change in official British attitude and despite
handicaps to fulfilling a programmed shipment, by 21 October 1943 there
were six U.S. port battalions in the British Isles. This number was
later greatly increased, so that just prior to D-Day there were 25 port
battalion headquarters and 113 port companies operating at British ports
or preparing for future operations on the Cmtinent.28

Brig. General Ross had exerted all possible effort to obtain these

2
7 viq, 28 July 1943.

History of the T.C. in the ETO, Vol. III, Chap. XIV, p. l.
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port troops as rapidly as possible. In endeavoring to meet these de-
mands, this and other types of transpartation troops occasionally were
embarked from the U.S. before they were fully trained. As a consequence,
it was necessary to complete their training in the U.K. In one respect,
such training was facilitated by the previous British agreement to per-
mit American troops to train alongside British dock workers, but at the
same time their officer personnel did not meet all specifications, and
same shifts of officers became necessary. When Brig. General Ross cam-
plained of the quality of some of the transportation troops sent him
from the U.S., he was reminded that meeting his urgent requests as
promptly as possible occasionally had led to dispatching any personnel
available without the possibility of shifting them on the basis of ex-
perience and training.29

Various factors contributed to occasional port congestion in the
U.K., particularly during the months preceding D-Day. Stremuous ef-
forts in the assignment of vessels to ports which could handle their
loads periodically was unable to prevent such situations. An example
of port difficulties was furnished by the arrival of a large troop con-
30

voy during January 1943. Persomel in this convoy were destined for
various camps in the U.K., and even the personnel on one ship required
distribution to ports as far apart as North Ireland, the Clyde Area,

and southern England. Consequently, considerable transhipment of per-

sonnel became necessary, and several vessels were obliged to call at

more than one port. A graphic illustration of how the personnel of one

29 Personal letter to Brig.CGen. F.S. Ross to Maj.Gen. C.P. Gross, 14
July 1943.
History of the T.C. in the ETO, Vol. II, p. 16.
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convoy was distributed is shown in the accompanying diagram.

Among the various steps which were taken during 1943 and 1944 to
avoid port congestion and facilitate handling of incoming cargo in the
U.K., were: the continued efforts to improve the systems of marking,
packaging and manifesting; the attempt to assign cargo to ane of three
regions in the U.K.; the effort to avoid shipping "balloon" cargo on
WSA vessels; and the plan to load individual ships with cargo destined
for the depots of various servicses in order that transit lines from a
port to a particular depot would not became heavily congested. The ef-
forts to improve marking, packaging, and manifesting, and to insure the
timely dispatch of cargo cables for ETO shipments, had produced some
beneficial results in 1942, but necessarily they continued in the fol~-
lowing year with increasing benefit to the handling of U.S. military
cargo. These improvements produced some differences between the thea-
ter and the zone of interior as to the best methods to be pursued, al-
though by 1944 differences had been reconciled and the entire system was
operating satisfactorily.

During January 1942 the War Department adopted a temporary system
of marking, and then six months later, it authorized each theater to
work out and adopt for itself a more satisfactory marking system. On
the basis of this authority ETO prepared and adopted on 20 January 1943
what was called "Ugly® system of marking, which showed a code name for
the theater, the service requisitioning the supplies, the class of sup-
plies requisitioned and the requisition mnnber.31 This system was same-

times referred to as the Bobo system because of the sample theater code

Cargo Shipping Problems in Mounting the Buropean Invasion, op.cit.

Y {‘?Q’W\/W
‘Ij—-}’f‘n_ ﬂ - 98

{

TR A g T

—____
-




C SPOS T ON OF TROOPS CN CONVOY UT3, ATS8, ATE®

{7-21 OCTOBER 1943 mmmgﬂ-;

-
 —

CORYOY ARRIVAL

’ Wo. Of Ho. Of Date Of
BIGGEST CONVOY COMES IN! port |Mor 01| o 0f Date of
selfast | 5 13,893 18 and 1§ Oct.
DlSPERSED BY PORTS Clyde ‘ 3 j 27,331 17 and 18 Oct.
wersey | & | s 17,18 and 19 et
ristel
: !lvo:\-ou(hl 2| 2,739 18 and 19 Octe
L Cardiff o 3,671 18 0ct.
© BASE SECTION s : Newport ' 2 | 3,508 18 oct.
Swanses i [ 1 3,640 18 Oct.

- PORT
GISPOSITION OF TROOPS TO BASE SECTI(w3
BY REIL FROM ARRIVAL PORTS

ebtititiek RAILROAD

I . IM. ot Ho. of Daym
SECTION Base Section |y giag Trocpgs | Sequire
o=y BOUNDARY

1 fentral ] LT3 ¥

1 Custarn 3 8.7 L]

1 mribern jrelasd LH 17,277 L]

A Doaikmrn EE Fi,937 B

Wealarn 35,501

BRITISH ISLES




name suggested by way of illustration. A representative marking might
be written: Bobo (name of the theater) - Q.M. (service requisitioning
the supplies) - II (class of supplies requisitioned) - ADO7 (theater
requisition number).

The Army Service Forces raised certain objections to this ETO sys-
tem, particularly because it believed that the theater SOS was seeking
to obtain information of too detailed character for the purpose of fa-
cilitating its own depot operations. Carrying out the system was thought
to involve more work than was necessary éor prompt and efficient handling
of cargo in the U.S. ASF officials also pointed out that the OCT, ASF,
was at that time endeavoring to improve the type of manifests used and
that the NYPE was adopting a shipping cycle or deadline system of han-
dling requisitions. After a certain amount of trans-Atlantic discussionm,
resulting in some modifications of the Ugly system, it was adopted by
the War Department during March 1943.

Meanwhile the OCT, ASF, continued its efforts to perfect the ship-
ping cycle system and to improve the character of manifests for cargo
destined for the U.K. During the late summer of 1943 an improved War
Department shipping document also was adopted, and by the fall of that
year the entire system of requisitioning, marking, and shipping became
kxnown as the "ISS" system. In other words, the system that came to
serve satisfactorily the purpose of the ETO as well as other theaters,
resulted from the combination of suggestions emanating from the ETO and
the zone of interior. There were still, however, some improvements ne-
cessary in the manner in which certain individual services marked par-

ticular items. This was true particularly for certain types of Air Corps
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cargo and certain Ordnance items such as tanks.32

During the discussion on the marking and requisitioning problems,
the ETO suggested loading ships, in so far as possible, with definite
types of cargo for particular areas, in order to reduce the amount of
cross hauling in the U.K. The theater planned to establish three zmes
one each in central and southern BEngland, and one in North Ireland, giv-
ing them the code names respectively of Soxo, Glue and Bang. Ships
loaded with Air Force and construction materials were to go to the North
Ireland (Bang) zone. Ships loaded with Ground Force supplies were to
go to the southern (Glue) zone. The Middle zone, Soxo, was to receive
mixed cargo. Requisitions from the U.K. were to indicate the zone that
was desired for the cargo, and the NYPE was to attempt to stow individ-
val ships only with cargo destined for one of the three zones.33 The
system was put into effect during the summer of 1943, but reports fram
the theater indicated that there was some difficulty in making it ef-
fective. By August 1943, however, definite improvement was noted in
the manner in which this zone system was carried out.%

Continued complaints from the theater caused the OCT, ASF, and the
NYPE to make special efforts during May 1943 to insure the prompt dis-
patch of cargo ships*' manifests and cargo shipping cables to the U.K.

In part, delays in dispatching these documents or this information re-
sulted fram inadequate communication between the U.S. and Great Britain.

Following the Signal Corps' installation of additional cammunication
32 Report to C.G., NYPE of a visit to ETOUSA, prepared by Maj. T.J.
33 Mooney, 4 Aug. 1943.

letter to Brig.Cen. R.H. Wylie from Col. N.A. Ryan, 27 Mar. 1943.
34 Memo to Brig.Gen. W.N. Goodman from Col. I.K. Evans, 8 Aug. 1943.
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facilities and an energetic effort to dispatch manifests by air, im-
provements in the reception of the desired information became noticeable
in the U.K. There was a corresponding effort to improve the system of
packaging cargo shipped to the U.K. from NYPE, and during the summer of
1943 constant progress was achieved. Even as late as August 1943, how-
ever, the theater reports noted that further improvement was still pos-
sible. >’

During April 1943 the OCT, ASF, reached an agreement with WSA to
exchange some of the light but bulky or balloon type Army cargo, of
which there was an abundance available, for heavy, compact, British
lend-lease cargo scheduled for shipment on ViSA vessels allocated to
the British.36 Through the agreement the Army received space for the
equivalent of 12 shiploads of Bolero cargo. When it went into effect
it quickly developed that general type Army cargo frequently was sub—
stituted for the large bulky items such as assembled aircraft. GColomel
Ross protested vigorously against the seeming abuse of the agreement,
and Maj. General Gross acknowledged that he had not intended to have
general cargo included in such shipments, and he made an effort to min-
imize the pra.ct:l.ce.y7 The difficulty in meeting Colonel Ross' objec-
tions, however, was that in order not to waste shipping space, it was
cansidered necessary to dispatch from the U.S. any type of available
cargo on vessels sailing to the U.K., and so the practice could not be

corrected immediately.
Ibid.

Memo to A/COT for Water Activities, ASF, from Col. N.H. Vissering,
17 Nov. 1943.

Personal letter to Maj.Gen. C.P. Gross from Col. F.S. Ross, 1 June
1943; and reply, 8 June 1943.

35
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37
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Another complicatritﬁ in comnection with the agreement developed
from the gradual change in the type of cargo carried on both Army and
British allocated WSA vessels. During June and July an increasing num-
ber of tankers were equipped to transport assembled aircraft, thus mak-
ing less bulky Army cargo available for WSA cargo vessels. Simultane-
ously, there was a decline in the amount of heavy type British lend-lease
cargo for carrying an British allocated WSA vessels, and the OCT, ASF,

38 This proposal

believed that the April agreement should be modified.
was seriously considered during November 1943, and the resulting dis-
cussion led to some adjustments in the allocation of Army and British
lend-lease cargo. But in essence the agreement continued in effect
throughout the following year.

Another shipping policy intended to facilitate port and inland
transportation activities in the U.K. was suggested by the receipt of
a large amount of cargo assigned to a particular service, in one convoy,
or on e vessel. Such shipments created rail delays at depots to which
the cargo was consigned, and so tied up rail operations unnecessarily.
To remedy this handicap, Colonel Ross suggested to the OCT, ASF, that
it would facilitate his operations if cargo consigned to various serv-
jces was loaded on the same vessel.39 Again , the difficulty in adopting
this policy was linked with the type of cargo which was available month-
ly for shipment from the zone of interior. Maj. General Gross informed

38  pemo to A/COT for Water Activities, ASF, from Col. N.H. Vissering,
Colonel Ross reported that the various technical services were "des-
perately short of help® at the depots, and the amount of available
storage rooam was limited. Personal letter to Maj.Gen. C.P. Gross
from Col. F.S. Ross, 30 June 1943.
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Brig. General Ross that occasionally Bolero cargo was difficult to se-
cure, while at other times large concentrations of certain types of
cargo became available for shipment.40
Shortly after their arrival in the U.K., transportation officers
realized that the Army would be required to operate harbor craft in ful-
£illing its mission at the British ports, and eventually in Continental
ports. This foresight was not translated into action until after plan-~
ning was renewed for a cross-Channel attack early in 1943. By March of
that year Transportation Corps officials had worked out a table of ar-
ganization for a harbor craft company which they forwarded for approval
to Washington. There was considerable delay in securing approval of
this new type of Transportation Corps unit, as well as delays in obtain-
ing and training the persomnel for them. However, by 1l April 1944 three
harbor craft companies had been prepared in the U.S. and dispatched to
the U.K., and two months later the number of such units had been in-
creased to seven.l’l
These units engaged in useful activities in U.K. waters while pre-
paring for extensive operations comnected with the assault on the Con-

tinent, but there were not enough of them to meet prospective require-

40 Personal letter to Col. F.S. Ross fram Maj.Gen. C.P. Gross, 14 July
2 1943,

On 1 April 1944 the theater expected to receive a total of 13 harbor
craft companies, but six of them could not be sent. History of the
T.C. in the ETO, Vol, III, Chap. I, p. 9. According to the Train-
ing Division, OCT, ASF, theater requests for its full complement of
harbor craft campaniss reached the War Department too close to D-Day
to permit training the necessary personnel, It requires a minimum
of fram six to seven months' training to prepare troops for harbor
craft unit assignments. Author's interview with Maj. H.C. Hatchell,
OCT, ASF, 8 July 1946.
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ments. Plans Tor towing the equipment for protected anchorages and ar-
tificial harbors placed a specially heavy demand on harbor craft per-
sonnel, and since no more trained Army personnel could be obtained for
such assignments, Brig. General Ross requested that civilian crews be
dispatched from the U.S. The request met with a favorable response,
and by March 1944, six civilian crews of 10 men each had debarked in
Creat Britain, Others arrived prior to D-Day. They were formed into
the Army Transport Corps, and while many of its members lacked the ne-
cessary qualifications for their assigmment, the Corps as a whole af-
forded valuable aid in Continental towing and port 0peratims.1‘2
Supplementing the activation of harbor craft campanies was the es-
tablisiment of port marine maintenance companies which were to keep in
repair various types of floating equipment utilized by the T.C., and to
assist in the construction or assembly of barges. Apparently no such
units were available in the U.S., hence the theater was forced to acti-
vate four companies from personnel available in the theater. These four
were organized at Plymouth in the first quarter of 1944, and immediately
began essential operations in the field of their campetence. The pro-
gram for the assembly of 400 wooden type barges shipped from the U.S.
knocked down was placed with British firms located on the south coast
of England, but it became apparent that these firms would not be able

43

to complete necessary assembly work prior to D-Day. Their workers

42 Ibid, Chap. VII, pp. 7 and 10; and author's interview with Mr. P.C.
Grening, OCT, ASF, 4 Nov. 1944.

43 History of the T.C. in the ETO, Vol. II, Jan.-Mar. 1944. The wark
was carried on at the Totnes, Hayle and Truro shipyards of Frank
Curtis, Ltd., utilizing approximately 40 percent military personnel
and 60 percent civilians. Ibid, Vol. III, Chap. VII, p. 12.
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were persuaded to permit persomel from American maintenance companies
to assist them, with the argument that American troops would be required
to perform the same type of work on the Continent, and so they needed to
obtain experience. The British workers accepted this argument, thereby
permitting T.C. units to participate in the assembly work, and so the
required number of wooden type barges was assembled on time.

In addition to the type of units mentioned above, there were also
amphibian truck companies attached to the T.C. in the U.K. These units
had proved their worth from the time of the invasion of Sicily in July
1943, and they were considered essential for projected operations on the
western coast of Burope. By 1 June 1944, 11 amphibian truck companies
had become available in the U.K., and most of these had received assign-
ments for operations in comection with beach discharge activities in
Normandy or projected port operations in Cherbourg. However, many of
the wits did not arrive in the U.K. wntil shortly before D-Day, and,
moreover, they lacked technical training. It had been believed essen-
tial to make the wmnits available to the OCOT, without completing their
training in the U.S., and with the expectation that they would finish
it in Great Br:ltain.u* In some instances, only by vigorous efforts were
the last units to reach the U.X. able to learmn even the essentials of

operating amphibious trucks.4?

Informatian obtained by the author from the Training Division, OCT,
ASF, April 1946.

"Three Lien in a Dukw" by K. Silverman, Saturday Zvening Post, 20 Apr.
1946.

45
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MONTH

Janvary 1942
February
March

April

May

June

July

August
September
October

November

December
January 1943
February
March

April

May

June

July

August
September
October
November
December
Janvary 1944
February
March

April

May

June

July

Totals

Lasaaanite s oo oo

s Ay

U.S. #RMY CARGO DISCHARGED IN THE. U.K. BY PORT AREAS -~ LONG TG‘ISL,6

BELFAST MERSEY CLYDE  BRISTOL CHAN-  HUMBER MISCELLANEOUS
AREA AREA AREA NEL ARE4 _AREA PORTS TOTAL
108 - - - - - 108
9,222 - - - - - 9,222
11,707 - - - - - 11,707
5,078 - - - - - 5,078
13,785 16,606 9,263 224 116 6,359 46,353
16,364 41,244 6,355 11,828 - - 75,791
22,59 63,835 12,752 76,224, 10,435 439 186,28}
6,199 92,080 40,572 75,540 20,337 5,019 239,747
2,137 109,649 17,525 12,127 2,030 362 143,830
1,805 33,52 8,011 10,834 54 - 54,228
59 22,518 871 12,817 473 189 36,927
29 17,484 3,048 17,544 106 351 38,562
100 9,895 32 10,057 - 289 20,373
- 6,116 382 17,668 67 486 24,719
- 2,554 2,827 28,274 1,250 1,688 36,593
- 53,125 17,391 93,613 2,652 9,252 176,033
346 95,127 12,439 138,027 17,349 29,413 292,701
5,099 84,138 7,799 150,647 24,221 52,404 324,308
3,705 85,612 7,545 126,854 31,295 47,903 302,914
958 93,888 2,845 163,681 30,218 103,769 395,359
33 77,420 7,331 145,497 35,982 56,195 322,757
1,512 76,552 5,136 187,238 36,095 1,545 378,078
2,423 81,068 4,639 109,692 28,876 54,890 281,588
4,047 43,636 4,578 115,703 19,319 46,439 233,722
903 132,690 7,205 232,882 39,593 54,551 467,824
938 106,536 5,802 240,997 59,530 82,581 496,384
1,675 238,209 35,135 171,665 118,207 36,724 601,615
246,056 71,542 181,975 118,446 17,781 635,860
356 185,623 41,893 183,920 124,71 4,690 541,223
133,566 2,033,121 339,358 2,563,007

46 Compiled from Progress Reports, OCOT, ETO, 31 Dec. 1943 (Table 6) and 31 July 1944 (Table 6A).
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47

U.S. TROOP ARRIVALS IN THE U.X. BY PORT AREA

N. Ireland Mersey Bristol Clyde
4,058 - - -
7’904 - - -

22,113 431 2,121 17

7,130 90 - 12,226

272 7,385 2 18,500

2,545 17,718 13,538 40,068

325 143 16 28,325

v 6,526 3,87 29,35

152 512 170 6,918

262 15 10 9,035

- 370 560 12,421

- 718 4 157

- *620 185 4R

- 1,57 501 3

- 5,774 626 43,570

m 11,936 176 40,748

1 10,445 178 31,021

1 36,156 5,400 39,533

13’893 34’017 13’798 102 ’756

- 60,168 19,723 93,888

2,741 32,193 7,263 72,335

5,391 62,007 23,120 75,866

4,898 48,585 14,937 67,916

2,660 36,087 16,447 68,359

10,898 79,817 28,388 105,987

- 70,505 13,814 23,356
104,459 580,340

Bastern and

Southern Ports

'
&

1

v EedpwR'tt!

348
859
223
788
26

3,944

47 Extracted from History of the T.C. in the ETO, Vol. III, Chap. VI.
pp. 16-17.
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V. U.S. PREPARATIONS IN THe U.K. FOR OVERLOED (PART II)

In planning for the discharge of cargo during the assault phase of
the Normandy operations, the Allies relied on the projected movement of
supplies across the beaches, supplemented by the use of the artificial
harbors which were to be set up as soon as practicable after D-Day. It
was estimated that by D plus eight the port of Cherbourg would fall into
Allied hands. Although it was expected that the Germans would have thor-
oughly demolished port installations and blocked harbor entrances and
the space alongside the berths, the port was to be speedily reconstructed
and rehabilitated by the Corps of Engineers and the U.S. Navy, so that
the 4th Port could promptly commence receiving and distributing U.S.
troops and cargo.l

Following the capture of Cherbourg, other Normandy ports and ;bhen
Brittany ports were to be brought under U.Se Army control, ultimat;ely
making a total of four major and eight minor ports in Western France
which were to be operated by the T.C. In line with this planning, the
OCOT prepared to set up equipment which would have to replace that which

the Germans and Allied bombers inevitably would de.‘;troy.2 As part of

1 History of the 4th Major Port, June 1944-~May 1945. Another source
states that Cherbourg was not to be obtained until D plus 15. Omaha
Beachhead, 6 June - 13 June 1944, prepared by the Historical Division,
War Department Special Staff, p. 5.

More detailed planning for Continental port operations was undertaken
by a special committee made up of representatives from Headquarters,
ETOUSA, 21st Army Group, the British hdmiralty, the British Air Mini-
stry and various authorities on water transportation. From this study,
the Committee prepared estimates of daily port capacity for the first
90 days of the invasion for every port under consideration. After
ports were selected for T.C, operation, the Marine Operations Divi-
sion, OCOT, SOS, ETO decided what units would supplement the mobile
ports to facilitate the speedy discharge of all vessels. History of
the T.C. in the ETO, Vol. II, p. 141.
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this preparation, on 12 August 1943 the T.C. submitted its first opera-
tional project (ETO Project TC No. I) for the stockpiling in the U.S.
of, among other items, 120 tugs and other craft including a number of

floating cranes.

Obtaining Fquipment
At that time the availability of such floating equipment, according

!
Marine engine manufacturers and ship- ht
yards in the U.S. were almost completely occupied with high priority
Navy requirements for landing craft and analagous items.3 Consequently,
the harbor equipment actually obtained included many substitutions of
less desirable types than those originally contemplated. For instance,
the non-availability to the Ammy, in quantity, of pontoons of the type ]
used to construct Rhino (powered) bargers, made it necessary to accept ez,
the inferior 160-foot wooden type barge. An account of T.Cs supply
activities will be presented in a later section of this manograph, but
it might be noted that the spare parts problems became especially severe
because of the miscellaneous types of marine engines which had to be
used.
The status of the original project requisition, with substitutions
and additions arising from later requisitions, as of D-Day, is showm in [

the table below :4

3 Comments prepared by Planning Division, OCT, ASF, 1 Apr. 1946, on
General Board Report, USFET, Transportation Section, Study #122.

History of the T.C. in the ETO, Vol. III, Chap. VII, p. l4.

iy,
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IPE ON REQUISITION QN HAND D-DAY

162' & 180! tanker barges 50 1

123' steel tugs 1 1

111t steel tugs 5 5

146" steel tugs 10 0

126" wood tugs 13 o

86' steel tugs

g85t. steel tugs 96 56

' steel tugs

65t freight & passenger boats 5 4

65t fire boats 20 12

46! Motor Towboat, Large 100 100

42" Chris Craft 20 0

38t Sea Mules 106 106 (30 assembled)
37! patrol boats 20 6

26! mine yawls 20 0

60-ton floating cranes 10 5

30-ton floating cranes 36 17

104t steel barges 473 300 (200 assembled)
60! wooden barges 400 400 (all assembled)

Not all of this floating equipment had been requested for D-Day,
but such items as tugs and barges were urgently required for assault and
follow-up operations. Indeed as D-Day approached, both the theater and
the War Department made special effortis to insure full delivery of tugs
and barges, because of the plan to preload barges for discharge on the
beaches, and employ tugs for various towing operationa.5 Maj. General
Ross testified that on D-Day, despite the failure of 23 tugs to arrive
as promised during May 1944, T.C. tugs and lighters saved the day in
outloading aperatims.6 They also were particularly valuable in towing
sections of the artificial harbors to Normandy and other cross-Chamel
towing operations or harbor work such as were required at Cherbourge

In addition to procurement difficulties, there had been special

problems in moving tugs and barges to the U.K. Ilack of available ship
5

Memo to Maj.Gen. C.P. Gross from Col. R.M. Hicks, 9 June 1944.

Personal letter to Maj.Gen. C.P. Gross from Brig.Gen. F.S. Ross,
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space in the first quarter of 1944 led to a plan to dispatch some tows

of tugs and barges from New York. Regardless of the fears of towing ex-
perts that marine casualties might affect the program adversely, trans-
Atlantic towing-operations were carried through with only slight losses.v
The chief drawback to this program was the length of time required for
delivering the equipment in the U.K., since such trips required several
weeks, as against eight to nine days for the delivery of barges and tugs
loaded on the decks of large cargo vessels.

Preparing for continental port operations also involved providing
port battalions with ample equipment, and training them in beachhead op-
erations. The U.S. port battalions dispatched to North Africa in 1942,
according to the current tgbles of equipment, were only sparingly
equipped in view of the character of their assignment. As a result,
both the OCOT in the U.K. and Colmel Ross in North Africa drew up spe-
cial lists of equipment which should be provided such units in the fu-
ture, These two lists were campiled and received War Department ap-
proval substantially as drawn up.8 Later these lists became méorpor-
ated into a revised port battalion table of equipment, a table which
called for tractors, trailers, motar vehicles, flocating equipment such
as 30-ton cranes, and various types of cargo handling gear. It should
be added that only the amount of equipment required to operate a par-

ticular port, that is, one already well equipped or one poorly equipped

7 puthor's interview with Mr. P.C. Grening, OCT, ASF, 4 Nov. 1944. On
2 Feb. 1944, Mr. Grening was temporarily assigned to the 0OCOT, SOS,
ETOUSA, to inspect harbor craft equipment.

Author's interview with Lt.Col. J.R. Worthington, Chief, Overseas
Operations Group, OCT, ASF.
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vhen U.S. port battalions commenced working, was provided each battalion
in accordance with the list approved by the theater OCOT. To a large
extent, by D-Day the necessary equipment had been provided all port bat-
talions in the ETO, both for operations in the U.K. and on the Com.inent.q
In order to insure efficlency in the work of port battalions during
the initial phases of the invasion, a training school was opened at Mum-
bles, Walss on 1 January 1944.10 There the port battalions were trained
to unload ships under as near actual battle conditions as possible. The
training was conducted in conjunction with other units of the Army, such
as the assault Engineers, infantry teams and the Navy. Previous to this
training, port battalions had become adept in operations that involved
the discharge of cargo under more or less normal conditions of protecbed
harbors. The school stressed the processes of getting goods ashore by
Dukws from coasters lying offshore. The first objective was to traim
battalions with an adequate amount of gear to discharge cargo onto a
bare beachhead. The school also constantly stressed basic military
training so that the battalions would not constitute a burden to units

which were to do the fighting.

Movement Control

The Movement Control Division, OCOT, established during the summer
of 1942 fulfilled its mission through the work of Regional and District
Offices and the all-important Rail Transportation Officers. In general,

these officials had been placed in subordinate positions to the British

9 History of the T.C. in ETO, Vol. III, p. 7.

10 ibid. For an account of port battalion training in loading, discharg-
ing and crane operations in certain British ports, see Ibid, Vol. II,
pp. 51‘52.
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movement control persomnel, and in the spring of 1943 they were handling
most of the moves of U,S. troops and supplies in the U.K. only in liai-
son with the British, By that time, that is May 1943, Colonel Ross was
desperately in need of additional traffic regulating groups which would
provide persomel to fill the expanding U.S. movement control opera-
tions.u He had found this type of unit most valuable *in North Africa,
and he wished to increase the mmber of those already available in the
U.K. for necessary work there. There was considerable delay in obiain-
ing additional traffic regulating groups from the U.S., dus to a short-

age of personnel available to the Transportation Corps, but before the

end of the year 1943, three groups had debarked in the U.XK. These groups
lacked training in British transportation and movement control operations

and had to be given an intensive training course during a week of stucly.l2

The course was presented by some of the ablest transportation officers
in the British Isles, arnd they covered all the subjects that traffic
control personnel might be required to know in carrying out future as-
sigmnments,

Two additional traffic regulating groups arrived in the U.K. during
February 1944, but still the number was insufficient to handle the ex-
tremely heavy traffic movements at that 1’.:i.me.13 In order to care for
pressing needs, the theater activated two additional groups in the Cen-

tral Base Section on 1 April 1944. This brought the total number of
n

12

i;:;onal letter to Maj.Gen. C.P. Gross from Col. F.S. Ross, 18 May

H‘.s;ory of the T.C. in the ETO, Vol. I, Appendix 15; and Vol. IT,
Pe Yo

13
Ibid. These groups were organized under a T/0 calling for 46 offi-

cers and 328 enlisted men, in contrast to former groups activated un-
der a T/0 requiring 75 officers and 300 enlisted men.

RESTRICTED

3



=2 gl

RESTRIGFER

such units available in the U.X. to seven, and that number was not in-
creased prior to D-Day.

As previously explained, the work of the Movements Division, OCOT,
was carried out by a number of its branches, of which the two most im-
portant were the Freight Branch and the Passenger Branch. During the
beavy receipt of U.S. Army cargo in the first quarter of 194%4 the main
problem of the Freight Branch was to avoid congestion at any point.
Consequently, the possible points of congestion were foreseen, and plans
were laid to divert cargo to another point when the necessity arose.u'
Such diversions occasionally disturbed other plans, and so required
still further adjustments. Occasionally, freight would arrive in such
large quantities at so many places that congestions could not be avoided.
This was particularly true of the Bristol Channel ports during March and
April 1944. Nevertheless, all types of transportation facilities were
used to clear port areas of freight. Motor, rail, air and even water
shipments to the ports nearer the cargo's ultimate destination were used
to dispatch equipment. Special problems occasionally arose through the
arrival of extra heavy equipment, such as oversized tanks, tractors,
rock crushers and road graders. Frequently, these vehicles could not
be moved by rail and the services to which they belonged were called on
to assist in their movement by furnishing heavy type trucks.

Cargo movement had becane so heavy by the end of March 1944 that
the British Movement Control office requested the Americans to keep down
the amount of U.S. Army supplies moving by rail and road in Great Brit-

ain as much as possible.15 The Americans complied with this request,

14 pistory of the T.C. in the ETO, Vol. IT, p. 1l.
Ibid, p. 120
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and this campliance was matched by British efforts to reduce their own

tionally heavy. The British placed the severest limitations on all ci-
vilian traffic and on certain types of perishable goods moving into Lon-
don. In most cases the embargo was dus to a shortage of staff members
to handle any more than military traffic.

The Passenger Branch of the Movements Division also found its du-
ties increasingly heavy in the first quarter of 1944, but endeavored to
insure the prompt dispatch of all incoming U.S. Army personnel, and to
assist in planning for any specialized moves.16 Examples of specialized
moves were those of prisomers of war arriving in the U.K., and hospital
casualties. Apparently, such personnel were brought in fram the North
African Theater, and handling them afforded the Passenger Branch valu-
able experience for dealing with the flood of such personnel which re-
sulted from the invasion of Normandy. Of particular interest was the
scheduling of hospital trains, the control of which was under the thea-
ter Surgeon General. The conversion of British railway cars to hospital
trains will be described later, but it is of interest to note that 12
trains had been campleted by the fall of 1943, largely through the ef-
forts of American railway troops,

Of overall assistance in American movement control was the Regulat-
ing Branch, Movements Division, which acted as policeman for all types
of U.S. Army moves.1? This branch worked closely with the Regional

Transportation Offices, notified the Ministry of War Transport of in-

i’g Ibid, pp. 16ff.
Ibdd, p. L.

RESTRIETED™




gfff.‘%l Ul ,{B

o iept strict aceount of traffic with a view to
verting ticn abt U.S. army &epots.
To s nt the work of these well established branches, in Sep-

3 an Operations Branch was established in the YHovements Divi-
sion. Its chief assignment was to plan the control of traffic for any
operational move which involved more than one base sect.i.on.l8 It also
worked out and published plans dealing with short and long sea voyages.
These publications were to serve as guides in the practice exercises for
the actual invasion of the Continent. Moreover, the Branch made prepa-
rations for implementing the Rankin operation, which was the code name
applied to a plan for the movement of Allied troops from the U.K. to
the Continent in case of a German collapse. And finally, the Operations
Branch prepared for the pre-planned movement of supplies.

The Movements Division also had activated a Highway Branch in 1943,
because there was an <4increasing amount of heavy hauling by motor vehicle
begimning with the summer of that year. The Regional Transportation
Officers, formerly concerned primarily with the movement of supplies and
personnel by rail, also were given control of all U.S. road movements.19
In part, this assignment resulted from the lack of British persomel for
handling American as well as British motor transportation. Control of
motor transport activities was so closely linked with- the work of the
Motor Transport Division that further consideration of the wark of the

Highway Branch, Movements Division, will be given in comnection with

18 1h14, p. 20.

19 s road traffic became heavier during the first half of 1944 a Road
Traffic Office was established in certain areas, such as Southern
Base Section, and Road Traffic Officers handled only movements by
motor vehicle, Ibid, Vol. III, Chape I, pe 5.
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the Motor Transport Division.

Railway Operations and Preparations
The principle tasks of the Military Rallway Service under the OCOT,

were to plan for railway operations on the Continent, design equipment
to meet military needs, receive and assemble rolling stock for a joint
stockpile with British equipment, train the persomnel of shop battalions
for operations on the Continent, and operate switch engines at U.S.
depots. While these tasks were in preparation or operation, U.S. forces
were able to loan to the British nearly 500 locomotives and a large num-
ber of freight cars in order to relieve the burdens placed on British
The freight cars included several hundred war
flats, 42 refrigerator cars and 100 tank ca.rs.zo At the ssme time,
plans for Continental operations were carefully drawn up, and the ensu-
ing satisfactory buildup of Bolero railway units and equipment afford
an interesting comparison with the corresponding and less successful
efforts in behalf of motor transport, which will be discussed later.

The estimated requirements of U.S. railway units and U.S. railway
equipment which were prepared in the summer of 1943 were based in part
on the estimates drawn up in 1942. The two sets of estimates prove fair-
ly similar, although the type of operation planned for in 1942 was dif-
ferent fram that studied in 1943. During May of the latter year, Colo-
nel Ross completed an initial draft of Overlord railway requirements.
That part of the estimate which concerned railway units was modified
during the-following August, and requirements were then projected in

three phases as follows:
20 mid, vol. II, pp. 81-2.
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In U.K. On Cont. On Cont.
by D-Day to D £ 90 to Rhine

Headquarters, MRS

Railway Grand Divisions
Railway Operating Battalions
Railway Shop Battalions

O -

6
28
n

=t

However, it was decided later to move more units to the U.K. prior
to D-Day, and particularly to have the Headquarters, Military Railway
Service, present for the purpose of overall supervision. Consequently,
by 1 June 1944 the 2nd Military Railway Service, two railway grand divi-
sions (the 708th and the 709th), five railway operating battalions and
four railway shop battalions had been stationed in the U.X. The two
railway grand divisions had arrived during December 1943 and January
1944, and had been assigned to two separate areas so that each could
provide broad technical supervision for the military railway units with-
in the respective areas.

It should be noted that during the first quarter of 1944, there
were only four operating battalions and two shop battalions available
in the U.K. Each of the railway grand divisions were attached to a base
section headquarters as a staff section of the Regional Transportation
Office. Their authority was somewhat reduced when on 20 March the 2nd
Military Railway Service under the command of Brig. General C.L. Burpee
reached the U.K. About the same time the railway grand division and:
the railway operating battalion were provided with new tables of organi-
zation and equipment.22 The reorganization decreased the perfsomxel of

the grand divisions, and altered the equipment of both types of units,
21

Ibid, Vol. II, p. 76
Ibid, Pe 79.
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The greatest change in equipment for the operating battalions was an ai-
lowance of 80 machine guns and 40 twin mounts, which were to be installed
on flat cars for the protection of trains.

Estimates prepared in 1943 for the amount of locomotives and roll-
ing stock that ultimately would be required for military operations on
the Continent form an interesting basis for comparison with those pre-
pared in 1942. It will be recalled that the Services of Supply in the
European Theater and the Offices of the Chief of Transportation and the
Chief of Engineers in Washington, had prepared widely different esti-
mates by July 1942. After studying the differences and determining the
amount of equipment available, the Services of Supply in the War Depart-
ment authorized the procurement of 990 locomotives and 32,900 cars dur-
ing 1942 and 19‘43.23 In contrast, the requirements which received ap-
proval under the planning begun in 1943, called for 2,800 locomotives
and 57,200 cars for the European campaign. Of these, 1,782 locomotives
and 20,38l cars (exclusive of cars for hospital trains) had been re-
ceived in the United Kingdom by 1 June 1944.

U.S. railway cars were shipped to the U.K. unassembled, and so U.S.
railway shop battalions faced a heavy task in assembling 'chem.24 Since
only two shop battalions had reached the U.K. before 1 April 1944, and
since cach of these battalions was called upon to perform mary assign-

ments outside its field, the car erection program fell considerably be-
23

Memo to Ch/Engrs from Brig.Gen. LeR. Lutes, 30 July 1942. Military
railways were still under the Chief of Engineers at that tinme.

Suck shipments saved approximately 75 percent of the shipping space
that would have been necessary if completed rolling stock had® been
carried overseas. History of the T.C. in the ETO, Vol. I, p. 68.

24
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hind the D-Day. target.25 By the end of Jume 1344, besides the number
of locomotives placed in operation, 6,293 freight cars, 647 tank cars,

26 There is no

777 flat cars and 193 refrigerator cars were assembled.
record, however, that this failure had any material effect on railway
operations on the Continent.

Certain types of railway cars were assembled at a faster rate than
the others, partly because they were required to assist in moving mili-
tary freight in Great Britain. These cars, as well as the locamotives,
were loaned under an agreement that they could be recalled for use on
the Continent on 14 days! notice.

In addition to assembling railway cars, the U.S. railway shop bat-—
talions also effected certain modifications in standard 2-8-0 locomo-
tives as well as 0-6-0 locomotives, as they arrived from the U.S. Fur-
thermore, they completely assembled approximately 40 of the 650 h.p
Diesel locamotives which were needed for the invasion. The shop bat-
talions also constructed several "work trains® for the Corps of Engin-
eers to use in repairing track on the Continent.27 This equipment re-
calls the mobile repair shops, or "wrecking lorries", the construction
of which was begun in 1942, to facilitate repairs to railway rolling
stock. These mobile repair shops, however, were automobiles, not rail-
way cars.

Considerable "extra work" was required of the railway shop battal-

ions, including assistance in the erection of barges received unassem-

22 Ibid, Vol. II, p. 80,

% 1d, Vol. IIT, Chap. XI, pe 4e

27 Personal letter to Maj.Gen. C.P. Gross from Brig.Gen. F.S. Ross,
6 June 1944,
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bled from the U.S., the conversion of Liberty ships so that they could
serve as motor transport carriers, and the conversion of LSTs which were
to be used for ferrying railwey rolling stock to the Continent. These
tasks require some explanation.

The conversion of ISTs to fit them for carrying railway stock and
equipment was first worked out by Lt.Col. S.H. Bingham of the Military

28 The necessary plans were drawn up in the Di-

Railways Division, OCT.
vision and the work performed by the MRS shop battalions. A total of
18 1STs were so converted by D-Day. The conversion of Liberties was an
even larger, though perhaps no more important, task. One hundred and
thirty-six such vessels were converted in motor transport vessels (MTVs)
by ballasting four of the five holds of each vessel and flooring over
the ballast to permit the ready carriage of motor vehicles.29 Thc; fifth
hold was equipped with "standee bunks" and toilet facilities in order to
acconmodate the drivers of the vehicles. The shop battalions also aided
in the harbor craft erection program by completing work on 105 wooden
ndumb" barges, 207 steel barges, and 10 sea mules (marine tractors).
Reference has been made to the conversion of passenger cars into
hospital trains., Consideration wmas first given to the construction of
hospital trains in 1942. It was then realized that it would be imprac-
tical to ship the necessary materials from the U.S. and it was esti-
mated that there was a shortage of materials in the British Isles. The
way out of this dilemma was suggested by the British who proposed that

old passenger cars and diners be converted. The medical authorities sub-

28 pistory of the T.C. in the ETO, Vol. III, Chap. XI, pe. 5.

2

ki Ibid. Maj. General Ross states that there were 138 Liberties con-
verted for the MWT and the Admiralty. Personal letter to Maj.Cen.
C.P. Gross from Brig.Gen. F.S. Ross, 6 June 1944,

5'7 : u%&ffﬂ

)



mitted the specificatious and the cars were altered according to plan
by civilian railway crews with considerable assistance from U.S. Army
persomel.

By 1 September 1943, 15 hospital trains had been placed in opera-
tion and they were used to carry patients to and from the hospital ships
wpnich usually docked at Avonmouth.30 Later eight more were added, so
that there were 23 by D-Day, with four more in the process of construc-
tion.31 Each train consisted of 14 cars, 7 of which were ward cars
equipped with triple-deck beds and handling 250 stretcher cases. Among
other features was a utility car providing heat when the train was stand-
ing on sidings.

The railway shop battalions performed their work at many stations
in Great Britain, but two of the most prominent, because they also were
among the principal railway equipment storage depots, were at Hainault

and Ebbw Junction. 32

By the latter part of March 1944 there were 51
officers and 1,349 enlisted men attached to these two depots. The Hai-
pault depot included a large number of rail sheds as well as ample sid-
ings, located 11 miles northeast of London. The shops had never been
used because they were completed just before the war for use in an elec-
trification scheme which had not been completed when the war broke out.
They possessed all the technical facilities required, as well as suffi-
cient living accammodations. Only small effart was necessary to improve

the living accommodations, and the Military Railway Service constructed

30 The Story of Transportation in the U.K., ppe 142-143.
31 retter to Maj.Gen. C.P. Gross from Brig.Gen. F.3. Ross, 6 June 1944.

32 one report speaks of the use of more than 1,000,000 square feet of
outdoor storage space in depots at High Bridge and Sudbury-Egginton.
History of the T.C. in the ETO, Vol. III, Chap. I, pe. 20.
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two additional tracks for erection and storage purposes. It was fortu-
nate that 90 percent of the T.C. rail equipment requirements could be
stored in the open. This made it possible to use the limited amount of

closed storage for American locomotives and other delicate machinery.

Motor Transport Plans and (E)‘e:atims in the U.X.

An account of motor transport operations in the U.K. must neces—
sarily be closely linked with plans for operatioms on the Continent be-
cause of certain basic similarities. The most pronounced of these simi-
larities was the lack of centralized control (although a measure of
such control was provided late in the campaign through the establish-
ment of a provisional organization), and shortages in equipment and per-
somel for meeting necessary trucking requirements, During World War I
also there had been no centralized control until the Motor Transport
Corps was established during July 1918 — just four months before Ar-
mistice Day. The fact that such control finally was adopted, caused
students of motor transport activities in World War II to remark that
in preparing for operation Overlord, it was surprising that there had
been "no adequate (central) organization for what was to be the largest
military truck operation in the history of modern warfare."3 3

This commant made late in 1945, had been foreshadowed by a state-
ment from transportation officials in Great Britain during the Overlord
planning period. Shortly before D-Day the T.C. historian in the ETO re-
marked that "it appeared that Washington did not realize the full im-

”
portance of motor transportation in the Buropean Theater of Operations.y*

33 Rﬁgort of the General Board, USFET, Transportation Section, Study
2, p. 42

History of the T.C. in the ETO, Vol. II, p. 65.
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In this case. reference was made particularly to the slow delivery from
the U.S. of truck units and equipment.3 > However, it should be noted
that the criticism could not be applied justly to some elements in Wash-
ington which were exerting all possible efforts to fulfill the theater
requisitions. On the other hand, the criticism did apply to those in
the theater who were responsible for the overall planning faor Overlord,
both as regards the estimated number of truck units required and the
method of controlling available units. Justification c.:f the criticiem
may be found in an examination of outstanding features of the organiza-
tion, preparations and employment of motor transport during the Bolero
period of the European campaign.

Theater records available to the author of this monograph are not
clear as to the first unit established to supervise motor transport op-

36 During May 1942 a Motor

erations in the U.K. during World War II.
Transport Division was activated in the U.S. and arrived in the U.K. in
the following month. Apparently, it became attached there to the T.C.,
for initially, that is until 31 August 1942, "truck companies of dif-

ferent U.,S. Army forces were under the direction of the Transportation
Corps."37 During the same period the Ordnance Corps established repair

shops and provided service for all motor vehicles. However, many of

35 On D-Day Maj. General Ross testified that the failure of the War De-
partment to fulfill theater requisitions for motor transport ve-
hicles indicated that vehicle procurement was the most snafued pro-
gram he had encountered. Personal letter to Maj.Gen. C.P. Gross
from Brig.Gen. F.S. Ross, 6 June 1944.

Since the present monograph was drafted, a detailed History of Motor
Transport in the European Theater of Operations, prepared by the MTS,
0COT, ETO, 1 May 1945, has been received by the Historical Unit, OCT,
* ASF. However, there has not been sufficient available time to-in-
corporate in the monograph the information contained in the History.

37 The Story of Transportation in the U.K., p. 111.

36
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these services were duplicated by the Quartermaster Corps in its truck
maintenance a2ctivities. In order to eliminate this duplication, on 31
August the Crdnance Corps was given jurisdiction over all vehicles, in-
cluding their design, development, storage, issue, and heavy repairs.38
The actual operation of vehicles under this change became the responsi-
bility of the Quartermaster Corps, which then took over control of the
Kotor Transport Division. Over-the-road movement of motor vehicles,
however, rema{;ed under the control of the T.C. In addition, the 31 Au-
gust directive provided that trucking units were to be made available to
the T.C. when forces requiring transportation did not have their own
vehicles.

On the whole, this division of responsibility worked well enough
vhile there was only a limited amount of U.S. Army persommel and cargo
trucking. This condition obtained until April 1943, largely because
British railroads were capable of handling all necessary traffic. But
there also was a reluctance to use the narrow and winding British- roads
with their hedges which frequently obstructed drivers' views, and also
there was the necessity for saving gasoline, oil and tires as much as
possible.

During 1942 and 1943, the T.C. encountered difficulties in exer-
cising effective traffic control for on a number of occasions U.S. troop
units moved by motor vehicles within the U.K. without notifying Regional

Transportation Officers,’’

38 e

Later such actions, which embarrassed U.S.

History of the T.C. in the ETO, Vol. III, Chap. I, ppe 17-18, First
and second echelon maintenance on Q.M. vehicles was the responsi-
bility of the Q.il. Corps in accordance with instructions on standards
vhich were prepared by Ordnance. -

Tne Story of Transportation in the U.K., pp. 110-111.
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movement control oﬁ‘icials who were functioning with their British
counterparts, were practically eliminated as unit commanders became ac-
quainted with the methods of traffic control and the T.C. obtained ad-
ditional regulating persamnel.

More radical steps were necessary, however, to meet the T.C. re-
sponsibility for responding to extraordinary demands for truck transpor-
tation. For example, in March 1943, when tdmiral H.R. Stark of the U.S.
Navy requested the prompt movement of Navy cargo from depots to the
Avormouth docks, no trucks were immediately available to thé T.C. in
the southern district where this move was to originate. Only with con-
siderable difficulty was it possible to obtain the vehicles necessary
to fulfill the Navy request. Incidents of this sort pointed to the value
of centralizing operational control in the organization that was made re-
sponsible for supplying vehicles for non-organic as well as organization-
al movements.

Apparently in recognition of the validity of such a view, during
July 1943 operational control of motor vehicles in the ETO was returned
to the '1‘.c.1'o A small Motor Transport Division was then organized in
the OCOT under the command of Lt. Colonel L.A. Ayres, who formerly had
neaded a similar unit in the Quartermaster Corps. The mission of this
unit included accumilation of requirements, initiation of equipment
studies, preparation of SOPs and operational plans for the employment
of motor transportation, and the allocation of motor transport units to

major comands.l‘l

0

4 By Circular #256, 16 Oct. 1943, the War Department authorized the
activation of a Motor Transport Service under a theater Chief of
Transportation.

Report of the General Board, USFET, Study #122, p. 13.




The planning in which this unit engaged was based on the retention
of operational control by the T.C. of all SOS motor transportation ex-
clusive of organizational vehicles. In the United Kingdom, however, as
well as initially on the Continent , all non-organic motor transport
units were placed under the command of the various base sections, and
only under the technical supervision of the Chief of '.l‘ra\nsp«:vrta.i'.:‘.cu.l"2

When the T.C. first assumed control of highway movements in 1942
it sough£ to provide for the most economic employment of trucks by the
inauguration of what was called a "Return Load Pl‘an."l’3 Under this
plan the leader of every convoy was to notify the Rail Transportation
Officer at his destination when his convoy would arrive. This advance
notice would give the RTO an opportunity to find loads for the convoy
o'its return trip. The cargo of U.S. Army forces was accorded first
priority on the return loading, but if they had no shipments the space
was made available to the British. Thereafter, although some smaller
convoys failed to notify the RTOs, a check proved that 60 percent of
the convoys conscientiously cooperated and were filled when they made
their return trip.

During the first year tbat the plan was in operation, most of the
return loads originated in'the Southern Base Section, where it was esti-
mated that, through June 1943, "76 percent of the cost of convoys had
been saved." The plan remained in operation with a large measure of

effectiveness through the succeeding period as American traffic grew

42 In the ETO the meaning of the phrase "technical control" was long
a matter of dispute. A later section of this monograph will de-—
scribe how the SOS, later the Comzone, Headquarters and the OCOT
reached a common understanding on the point early in 1945.

43 The Story of Transportation in the U.X., pp. 112-113.
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heavier.** During the week ending 19 February 1944, 2,649 vehicles

were reloaded for trips totalling 91,284 miles. By 31 March a total of
50,880 vehicles had been reloaded with 113,965 tons of cargo, for trips
totalling 3,430,000 miles.‘s Improvement in handling inter-regional
movement of convoys developed during April 1944 when the Motor Transport
Division, OCOT, secured the adoption of standard forms and procedures
for routing convoys, to replace the separate forms previously adopted
by each Region.

Planning for operations on the Continent led the Chief of Transpor-
tation to request an eventual buildup of 220 Quartermaster truck com~
panies, but of this number the theater authorized only 160, The ar-
rival of the authorized number was considerably delayed, only 94 com-
panies having reached the U.K. by 1 June 1944. Partly because of the
failure to secure approval of the number of truck companies desired,
but chiefly because 6f the advantages which more suitable equipment
would afford, the Office of the Chief of Transportation plammed to se-
cure special types of motor vehicles for 40 truck companies, instead of
the standard 23-ton trucks. On 23 August 1943 the OCOT sent requisi-
tions to the U.S. for some of this special equipment, particularly truck
tractors and semi~trallers. These and later requisitions called for the

f ollowing vehicles :46

44 The increase in road traffic is reflected in the record of 454 con-
voys of 50 or more vehicles during November 1943, and 4,080 convoys
during March 1944.

History of the T.C. in the ETO, Vol. IX, p. 28. During April the
8th Air Force decided to abandon use of "return loads", and conse-
quently return loads in the Basteérn Command where the 8th Air Force
was stationed, "took a nose dive", Ibid, Chap. III, p. 13.

46 Memo to Ch/T, ASF, from Col. F.C. Horner, 12 June 1944. Not all of
the vehicles requested by ETO received War Department approval, but
those listed above did receive it. .

45
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4,147 5-ton truck tractors

7,194 10-ton semi-trailers

2,128 23-ton cab-over-engine 6x6 cargo trucks

1,030 2000-gallon gas tank trailers

1,588 750-gallon tank trucks

Eighty percent of these vehicles were desired in the U.X. by 31
March 1944, and all of them by the following June. The original re-
quest of August 1943, which was perhaps the most important of all those
submitted, did not receive War Department approval until the following
December. Then there were lengthy procurement delays, pointing to the
inability to fulfill the theater requisitions before D-Day. Consequent-
ly, in view of the expected importance of motor vehicles in Continental
operations, it became necessary to accept certain substitute vehicles,
as follows: 541 l3-ton truck tractors; 1,082 3i-ton semi-trailers;
2,000 750~gallon gasoline skid tanks; and 1,750 5-ton truck tractors
with an equivalent number of semi-trailers. Not all of this substitute
equipment, however, reached the U.K. before D-Day.l‘7
Most of the special motor equipment was intended to be substituted

for equipment provided in truck unit tables of equipment, as mentioned
above. However, authorities in the Office of the Chief of Transporta-
tion, ASF, who were responsible for processing requisitions received
from the European Theater, provided for the shipment of full tables of
equipment allowances, in addition to as much as possible of the special

equipment. Consequently, it was estimated that there were 10,000 more

47 Tbid. By June 1944 shipment of the substituted 1,750 5-ton units
was accomplished as rapidly as possible by diverting them, as they
came off the production line, from projected shipment to the China-
Burma-India Theater.




:.,,.‘ [55

-

3

LAFE
51

\TE

b

i3l
%W eall b LA

n
vy

[

only "authorized" vehicles had been shipped.l‘8 The value of these
nextra" motor vehicles was to become evident in the effort to meet the
heavy trucking requirements that followed the St. Lo break-through in
the Normandy peninsula during the latter part of July 1944.

The number of motor vehicles for which special requisitions had
been placed by the OCOT, and the number actually supplied to the Euro-
pean Theater by 30 June 1944, irrespective of substitutions, are shown
in the following tabulation:

Requisitioned Supplied

4,147 2,020 4-5 ton truck tractors

7,194 525 10-ton semi-trailers

2,128 1,350 23-ton cab-over-engine 6x6 cargo
trucks

1,030 687 2000-gallon gas tank trailers

1,588 600 750-gallon gas tank trucks

Many thousands of motor vehicles, mostly organizational types,
were shipped from the U.S. to the U.K. in unit packs, or partially dis-
assembled and baxed. This required their assembly in the U.K. and the
work was performed by British laborers and at British shops. In addi-
tion, a total of 101,611 assembled vehicles had been received in the
U.K. from the U.S. by 1 June 1944. This was only about a fourth of the
number of assembled vehjcles delivered in the European Theater up to
the end of the campaign, dbut it illustrates the extent of stockpiling
in the U.K. for a Continental campaign of movement.

The delay in receiving motor transport vehicles as well as truck
units created a number of problems for the Motor Transport Divisiom,
OCOT, all of which were not solved by D-Day. For example, of the 94

48 Author's interview with Lt.Col. J.R. Worthington, Chief, Overseas
Operation Group, OCT, ASF.
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truck campanies that had reached the U.X. by 1 March 1944, only 47 were ‘ ’
adequately equipped with vehicles and second echelon tools on a.rrival.4'9
Some truck companies arrived without any vehicles, and were engaged in
various labor jobs until vehicles could be assigned to them, Of the 47
campanies supposed to be adequately equipped, only 16 were considered
ready for field duty since they were the only ones which had machine
guns for their trucks. Only by special efforts could the necessary de-
ficiencies be corrected by D~Day.

There also were training difficulties, a.ris{.ng fram the fact that
some of the truck personnel had been trained to drive only with empty
trucks.5o When they were given heavy loaded ones, they stripped the

8ars. More serious was the fact that of the 40 (of the 140 authorized
¢ nanies) which were to raceive heavy type motor transport vehicles,
no unit had been trained in their use by March 1944. The failure of
the heavy equipment to arrive in sufficient quantities prior to D-Day
made it difficult to provide the training necessary for efficient opera-

tion of these specialized types of motor vehicles. Incidentally, cer-

tain American truck units were trained in driving captured Geman ve-

B oo

hicles, which were brought in from the North African Theater. 1
Preparations for Continental operations also brought a number of

personnel problems which were not easily solved. 1In the first place,

the normal chamnel for securing replacement drivers was practically

closed. 51 Since Q.M. truck companies were operated under T.C. control,

49 uistory of the T.C. in the ETO, Vol. II, p. 67.
Tbid.
51 Ibig, p. 68.
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it was probably only logic: . replacement personnel became a-
vailable, for the theater Cuartemaster to assign them to units under
Q.K. contrcl, However, by special arrangement with the Theater Assist-
ant Chief of Staff, G-3, the lLotor Transport Division, OCOT, was able
to obtain some replacement persomel from replacement pools of the field
forces.

The theater OCOT also requested war Department approval of a 40 man
overstrength for each truck company, in order to insure 24~-hour operation
of vehicles.52 Delay in answering this request ended on 5 April, when
the War Department authorized the overstrength, but informed the theater
that it would have to obtain the necessary personnel locally. After
vigorous searching, the theater OCOT was able to locate and obtain 4,000
personnel io meset its requirements, without, however, being able to pro-
vide them with vary much training before they were assigned to truck
driving tasks. A further item of significance was the delay in bring-
ing truck company officer strength up to that authorized in tables of
orzanization. For instance, on 27 March 1944 there was a table of or-
ganization shortage of 155 officers for Q.M. truck companies then pres-
ent in the U.K

The theater OCOT also gave support to the effort, long current in
the Var Department, to increase motor transport cepacity by securing
permission to overload the standard 2h-ton truck.?? Experience gained
during the North African campaign had shown that in normal over-the-

road trucking operations it was feasible, indeed on some occasions it

52 1hid, pp. 69-70.
Ibid, Vol. III, Chap. XII, ppe. 2-3.

- 133 -



RESTRIGTEY™

5I’The

was absolutely essential, to exceed authorized loading levels.
:hway Division, OCT, ASF, sought official sanction for overloading

after Lay 1943, and instigated tests at the Crdnance aberdeen Proving
Grounds, which demonstrated that in highway operations, under normal
conditions, a 24-tan truck could safely and efficiently carry a much
heavier load. ETO backing for the Highway Division program develcped
in January 1944 after an OCT, ASF, representative in the U.K. pointed to
the fact that Air Corps 23-tan trucks were loaded with only two l-ton
bombs, when it was believed that if authority were granted, several more
could have been efficiently carried.>>

The program for lifting the War Department truck load limit was
further aided early in 1944 when a representative of the North African
Theater Chief of Transportation collaborated with the Highway Divisionm,
OCT, ASF, in presenting its case to OPD and G-4, General Staff. As the
result of the support from these several sources, on 29 May 1944 the War
Department granted authority for the overloading of all 23-ton trucks
in over—the-road traffic to a maximum of 100 percent.56 This meant that
standard Army trucks could become twice as effective in cargo hauling
as they formerly had been,

The shortage of U.S. truck companies made it necessary to request
British assistance in truck transport during the period just prior to
D-Day. The British, also short of driver nersonnel, embarked upon a

drive to secure civilian, particularl truck drivers, and they
34
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were so successful that they were able to supplement greatly the lift
of U.S. truck units. An agreement was also reached whereby the British
would take over the responsibility for trucking at U.S. depots when
U.S. truck units were transferred to the Continent. This agreement
proved of great benefit in the movement of American cargo to the Con-

tinent.

Growth of T.C. Supply Activities

When the T.C. was first established in the U.K., the assumption
was that most of the supplies and equipment that it needed would be fur-
nished by the other supply services, and it would not have large supply

7 As a matter of fact, until the fall of 1943 only

responsibilities,
one officer in the Administrative Division, OCOT, was required to handle
supply matters. Initially his work was simplified by the fact that the
Military Railway Service and its supply requirements were the concern
of the Corps of Engineers. On 16 November 1942, however, the MRS was
transferred to T.C. control and furnishing equipment for railway bat-
talions, locomotives, rolling stock, and the spare parts which they re-
quired became a T.C. responsibility. The Engineer depot companies that
bad handled supplies for the MRS were not included in the 1942 transfer,
so the T.C. was obliged to activate its own depot units. Anticipating
later discussion, it should be noted that when T.C. units were first ac-
tivated they handled only MRS supplies, but later their responsibilities
were expanded to handle an ever increasing amount of T.C. port and ma-

rine supplies.
57

History of the T.C. in the ETO, Vol. III, Chap. 13, p. l.
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During his three months' stay in North Africa, Colonel Ross had be-
come convinced that the T.C. would have to become more active in handling
its ovm supply stocks, and before he left that area he requested the OCT,

to anticipate a probable ETO request by organizing T.C. depot com-
pza.nies.s8 Upon his return to London in larch 1943, he promptly under-
took to secure T.C. depot space and, later, approval for including T.C.
devot personnel in the theater Troop List. He was successful in both
efforts, but the OCT, ASF, experienced some difficulty and delay in ob-
taining and training the necessary persomel for depot units. On 26
June 1343, Colonel Ross was informed that two depot companies were ready
to sail to his theater and two more were in the process of formation.5 9
After further delay in securing theater priority for the early shipment
of the units to U.K., Brié. General Ross received the first depot com-
panies about 1 August 1943, Other depot units followed, and by 1 June

six T.C. depot companies were operating in the U.K.

Meanwhile the Chief of Transportation in Washington had assumed
extensive supply responsibilities, and so Brig. General Ross plamed to
expand his own supply activities accordingly. During October 1943 he
established in his office a Supply Division which was responsible for
the procurement, storage and issue of all items of transportation equip-
ment authorized by the tables of equipment and special 1 :ts of equip-
ment for T.C. units, and for all T.C. supplies and equipment required

for operational projects.

58 Personal letter to Maj.Gen. C.P. Gross from Col. « Ross, 18 lay
1943.

Personal letter to Col, F.S5. Ross from Haj.Gen. C.P. ross 2 June
1943,

History of the T.C. in the ETO, Vol. III, Chap, XI

RESHETED




0

RESTRICTED

The Supply Division arranged for the automatic issue of equipment
to newly ectivated units provided the equipment had been preshipped. In
cases where equipment azrrived after the wnits, as was occasionally the
case, they naturally had to walt for it. T.C. depots issuved T.C. stocks
of all types upon receipt of requisitions fram the Supply Division.

At frequent intervals all OCOT operational divisions made estimates
of the requirements of T.C. items that were not included in the organi-
zational equipment of T.C. units. The Supply Division endeavored to
£ill these requirements from British sources by local procurement under
the provisions of reciprocal aid. If supplies were not available in the
U.K., the Supply Division submitted requisitions to the NYPE. It nor-
mally took 90 days from the time a requisition was submitted to the U.S.
before items could be delivered in the U.K., except when, as was true
in a great many cases, the items were not available in the U.S. stock-
piles. In such instances, that is where the material had to be manu-
factured, delivery might require five to nine months. Initially,

Supply Division did not have the advantage of camplete catalogs of T.C.
items, standard nomenclature lists, technical manuals and atthorized
stock levels, because the T.C. was a new service and had not yet

time to fully develop its supply system. Also, the Supply Divisiom,
OCOT had to estimate replacement and mortality factors without the as-
sistance of logistical data which the other technical services had de-
veloped from many years of experience.61

By the fall of 1943, advance copies of proposed supply catalogs
reached the U.K. and somewhat relieved the situation. A4 final edition
61 b14, p. 3.
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of these catalogs was reached during March 1944, and since it changed
many stock numbers, it necessitated revision of depot and stock numbers
in the U.K. The extent of T.C. depot activities in the U.K. is reflected
in the fact that in June 1944 the T.C. occupied 143,000 square feet of
covered space, 4,157,000 square feet of open space and 136,000 square
feet of shop space divided among 10 depots.

As D-Day approached and certain T.C. supply requirements had not
been met, it became necessary to requisition by cable and request ship-
ment by air of parts of marine engines for tugs, barge tankers and other
types of craft.

hbout this time a stock control training team was set up with per-
sormel obtained from the Supply Division. This personnel was given a
special training course uncer the supervision of G-4, SOS, ETOUSA. The
functions of the team included maintaining a record of all T.C. items
as they were received in depots and dumps on the Continent, so that
when the headquarters was moved to the Continent, there already woulé
be a record available of all T.C. supplies and equipment that were on
hand there.

During 1943 a forward echelon supply branch was established within
the Supply Division, and given charge of procuring from T.C. stock piles
such materials, equirment and supplies as would be necessary in the
tial opsrations on the Continent from D-Day to D plus 90. This branch
was also responsible for the establishing of supply depots on the Con-
tinent. Tt was decided that by D plus 90 six depots would be necessary
to supply T.C. units. These depots also would contain Naval stores

temporz: ly, and T.C. depot companies 11d staff them.

#
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Tt is necessary o note that a considerable amount of T.C. equip-
ment originally was placed in a joint stockpile with British equipment.
This was particularly true for rail and marine equipment. Gradually,
however, the Supply Division, OCCT, took over the stockpile items which
were required for U.S. operations on the Continent. In carrying through
work of this type, as well-as performing its normal functions, the Sup-
ply Division lacked sufficient personnel to perform its mission ade-
E? quately., Until the end of March 1944 the Supply Division had only nine
of ficers and one warrant officer, plus two officers who were assigned to
the stock control training tean,
One other matter which handicapped efficient handling of T.C. Sup-
plies was that many stems of equipment were not standardized, due to the

fact that no one manufacturer could produce the equipment in sufficient

quantity to supply all of the T.C. requirements. For example, floating

cranes and marine engines of many makes were shipped to the U.S. This

S SRS SR

fact prevented the Supply Division from submitting advance requisitions

i |

for spare parts, since it was never certain of the -ake or model it would

receive.

British assistance in providing items for the T.C. stockpiles was

FEIAD e SR S ity

8 considerable, and while separate statistics for such items have not come
0 hand, by 30 June 194/, overall British reciprocal aid in goods and
services amounted to ‘4‘582,803,504.62 This figure can be broken down to

show that the T.C. received $62,517,163 in reciprocal aid from the Brit-

1sh War Office, $19,690,000 from the Ministry of War Transport, $592,584

from the British Ministry of Food and $3,757 from the British Air Ministry.

62 Tbid, Chap. XIV, PP. 2-3, For an overall account of British aid to
the American Bolero program, See Report of the General Board, USFET,
Study #128, pp. 15ff.
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VI, PREP-RATIONS FOR THE AMPHIBIOUS ASSAULT

No phase of planning for the iAllied campaign on the Continent was
more important than the study devoted to the Normandy beach assault, for
German defensive strategy and preparations placed the highest importance
on preventing the Allles from gaining a foothold in western Europe.l By
breaking the outer defense wall in what admittedly was one of the most
difficult operations of modern warfare, namely an amphibious assault a-
gainst strongly held enemy positions, the Allies would overcome the
greatest single obstacle to the fulfillment of their main objective,
that is the defeat of Nazi forces in the field.

Planning for the amphibious assault on Normandy was pushed after
the Quebec Conference (Augus;t. 1943) had approved the COSSAC Overlord
plan, The U.S. V Corps, which had participated in the general planning
since July 1943, was instructed by CCSSAC during September to concen-~
trate on planning for the cross-Channel assault, It should be observed
that the V Corps wes assigned to prepare for a beach landing that was to
camprise the larger of the two American assault enterprises.

Planning in the British Isles entered a new phase with the arrival
during October 1943 of the lst U.S. Army Headquarters under the cammand
of Lt. General O.N. Bra.dley.2 The V Corps was then assigned to the
First irmy, as was the VII Corps, the organization which was scheduled
to secure the second of the two American beachheads. By December 1943

representatives of the First irmy vere working closely with the British

Report by the Supreme Commander, op.cit., p. 27.

l{irst gés Army, Report of Operations, 20 Oct. 1943-1 Aug. 1944, Book
’ p. *
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21st Army Group on a joint U.S.-British plan for the initial stages of
the Buropean campaign. During this stage the First Army would operate
under the command of 21st Army Group, over which General B.L. Montgomery
was jlaced in command after General Eisenhower was appointed Supreme Al-
lied Commander.

uring January and February 1944 higher echelon plaming for the
amphibious assault phase of the campaign bore fruit in the publication
of printed plans. General Eisenhower arrived in London and secured CCS
approval for an assault over a broader area than that planned by COSSAC.
Parenthetically, it may be stated that it would be difficult to over-
estimate the benefit to U.S. Army morale that resulted from General
Eisenhower's arrival and his vigorous activities,> Coincident with his
arrival, the First U.S. Army established a separate Plamming Group to
work with representatives of the 21st Army Group in the British method
of planning, that is by committee discussion.l' By the end of January
the Initial Joint Plan was issued for Operation Neptune, which was the
code name assigned the assault phase of the European campaign.

This plan laid down the missions of the Allied Armies, Navies and
Air Forces and clarified the hitherto uncertain mission of the Allied
assault foarce by stating that it was to secure a lodgement area for
further operations by a general holding action to the south and capture

of Cherbourg on the north before the 14 days, later extended to 20 days,

3 History of the T.C. in the ETO, Vol. II, p. 2.

4 First U.S. Armmy, Report of Operations, op.cit., Book 1, pp. 25-26.
Both the U.S. Army and the Navy raised some objections to the commit-
tee-type work, but it continued to be employed during the plamning
period.
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of the Neptune period had ended.5 The First Army Report of Operations
has pointed out that in some particulars U.S. Army procedure, particu-
larly in regard to supply, differed widely from British Armmy procedure
and the plan perforce had included adjustments so that overall instruc-
tions to be issued later would take full cognizance of these differences.

The First Army then worked on the plans for its own part in the as-
sault, and by 10 February had secured a Joint Agreement with the Command-
er of Naval Task Force 122, the Western Naval Task Force, on projected
amphibious operations. This was followed in the same month by the issue
of the First Army plan for Operation Neptune. The plan showed that the
First Army assault would consist of simultaneous attacks by U.S. V and
VII Corps on the Normandy beaches extending from Varreville to Calvados.
A follow-up force would land partly on D-Day and partly on D plus 1. The
plan estimated that the 1ift capacity for two assault forces, a follow-
up force and buildup forces through D plus 14 would be as follows :6

Day Vehicles Personnel

Force O (V Corps) D 3,241 29,7

Force U (VII Corps) D 3,569 30,452

Force B (Follow-up) D, D+1 4,431 26,492

Preloaded Buildup D41 2,821 21,238

Preloaded Buildup D42 3,242 22,234
Buildup D+2

D+ 1 5.2,%2 369,061

Total Available Lift 70, 499,191

While the buildup period was under First Army control, that is for
the first 14 days, the above estimate proved fairly accurate when com-
pared with the actual lift of troops, especially for the assault period.

The First Army also was responsible for the coordination of the logisti-

5 Ibid’ p. 260
Ibid, Amexes 1 and 2, p. 1l42.
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cal wor of g1l U.S. forces for the period D to D plus 14.7 An Advance
Section, Comaunications Zone, under the First U.S. Army Group, was re-
sponsible for the coordination for the period D plus 15 to D plus 41,
and Forwaré Echelon, Comzone, was responsible to the subsequent period.
The organization of Advance Section and Forward Echelon will be consid-
ered shortly.

The main difficulties which the First Amy encountered in coordi-
nating logistical work for which it was responsible, lay in arriving at
satisfactory tomnage allocations.8 There were limitations to the capa-
cities of the beaches for receiving supplies, and the Navy would not
pemit any ship or craft carrying troops and vehicles to carry bulk sup-
plies. Furthermore, when during the latter part of April 1944, the VII
Corps loading plans were submitted for approval to the assault force com-
mander, the Navy found that LSTs were to be assigned more troops than the
Navy would permit. Consequently, the Naval Task Force Commander ordered
that the number be restricted to 400 instead of 600 troops, plus vehicles,
on each LST. This order forced revision of troop loading plans. Also,
the supply ship tonnage originally allocated was insufficient to meet
minimum requirements of the forces at the rate of buildup made possible
by the allotment of troop and vehicle carrying craft. An adjustment
also was made in this instance to achieve, according to the First Army
Report of QOperations, a balance "between the tormage requirements of the

forces, ‘the capacities of the beaches and the shipping allocati(ms."9
7 Ibid, Book 1, p. 3L.
i 8 Ibid, ppo 31!'32.

Tvid, p. 32.
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Meanwhile the VII and V Corps had been drawing detailed plans for
their part of Operation Neptume. The V Corps under kajor Gemeral L.T.
Gerow, with one combined team of the 29th and lst Infantry Divisions,
was to assault the area near St. Laurent sur lMer, on what was termed
Onaha Beach. It was to be comnvoyed to and landed on the beach by Naval
Task Force 0, under the command of Rear Admiral I-Iall.:Lo Some of the as-
sault waves would include elements of the Provisional Engineer Special
Brigade Group, the unit which was to provide logistical support for V
Corps ashore.

The VII Corps under iaj. General J.L. Collins, with the 4th In-
fantry Division making the assault by sea and the 82nd Airborne Divi-
sion and the 101st Airborne Division landing in the rear of the German
coastal defenses, was to dstablish a beachhead in the neighborhood of
Varreville, on what was to be called Utah Beach. This beach was on the
southern portion of the east coast of the Cotentin Peninsula, and was
located nearer Cherbourg than was Omaha Beach. The VII Corps was to be
escorted at sea by the Naval Task Force U under the command of Rear Ad-
miral D.P. Moon and supported logistically by the 1st Engineer Special
Brigade.

The foregoing somewhat confusing list of echelons of cammands and
units can be more readily visualized by reference to the accompanying
chart, which shows the organization under General Eisenhower's command
on D-Day. The chart does not, of course, show the American headquarters,
ETOUSA, nor the Service of Supply, ETOUSA. General Eisenhower served

not only as Supreme Allied Commander, but also as theater commander,

10 amphibious Operations: Invasion of Northern France, Western Task
Force, June 1944, Chap. 1, p. 2.
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that is Camanding General, ETOUSA. In an effort to provide a greater
degree of integration of staff than he had found in January 1944,

eral Eisenhower appointed Lt. General Lee, the head of the theater Serv-
ice of Supply, Deputy Theater Comamander. It was the task of these thea-
ter organizations to administer and provide services for all U.S.

ter troops. Requisitions for supplies which First Army, the Air Forces
or Advance Section, Camzone, drew up for Continental operations, were
placed with SOS, ETOUSA, which was charged with filling the requisitions,
moving supplies to the ports and loading them on ships and craft.

Engineer Special Brigades

As previously mentioned, an Engineer Special Brigade Group (Provi-
sional) was formed to assist V Corps on Omaha Beach. The size of the
assault and follow-up force, and the fact that the American artificial
harbor was to be established along this beach, required more than the
customary Engineer Special Brigade for beach logistical operations. Con-
sequently, two Engineer Special Brigades, the 5th and the 6th, were as-
signed to work at Omaha Beach, and in order to coordinate their efforts
a new type of unit, the Brigade Group, was projected.ll The Group was
formed during February 1944 under the command of Brig. General Hoge,
and by 15 May it had gradually built up a headquarters staff of 55 of-

ficers. 12

It had proved very difficult to procure enough trained staff
officers to meet operational requirements, since the officers available

wore from different branches of the service, with varied backgrounds,
1

Operation Report Neptune, Omaha Beach, 26 Feb.-26 June 1944, pre-

pared by Historical Section, ETOUSA, 30 Sept. 1944, pe 7.

12 This did not include the Headquarters and Headquarters Company.
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and most of them without amphibious training. The staff was procured,
expanded and trained at the same time that the highly technical plan-
ning was carried on.

An unusual feature of general staff organization was provided when
in addition to the customary four assistant chiefs of staff, a fifth
section, that is a G-5 or Port section was added, to handle all marine
phases of plamming and operations.13 By 30 March the Port section was
assigned responsibility for all phases involving the movement of cargo,
persomel and vehicles from offshore to the water's edge, or through a
port. The G-3 section was delegated to handle all phases of the move-
ment of troops, vehicles and supplies ashore. The special staff of the
Group contained offices for many of the technical services, but the QMC
and the T.C. were not among them.

For initial beach operations in support of Regimental Combat Teams,
units of the Provisional Engineer Special Brigade Group were organized
around an Engineer Combat Battalion into four Battalion Beach Groups.
These Groups contained various attached units such as Q.M., Signal,
Ordnance, Engineer and T.C. units. There also was a canpany of a Naval
Beach Battalion attached to each Beach Group.

Parenthetically, it should be noted that the Navy also provided a
port organization consisting of a Naval Officer in Charge, under whom
were a Port Director, a Ferry Control Officer, a Salvage and Repair Of-
ficer, a Construction and kaintenance Officer and a Petrol, 0il and Lu-

brication (POL) Officer.l4 There was one such organization responsible

13 The G-5 -officer was Lt.Col. Carl Biehl, formerly attached to the
1lth Port Headquarters.
1

Amphibious Operations - The Invasion of Northern France - Report of
the Western Task Force, June 1944, Chap. 5, p. 1l.
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to Assault Force Commander, and in addition, there was a Shuttle
Control Officer, with the necessary assistants, to provide for the re-
ception and sailing of convoys. This officer was under the command of
the Western Naval Task Force.

As the projected task of the Provisional Group expanded, it became
evident that the number of troops attached to it also would have to ex—
pand. Furthermore, it appeared appropriate to turn over to a port op-
erating unit responsibility for operation of.the artificial harbor, and
the small ports of Isigny and Grandcamp, located adjacent to Omaha Beach.
Consequently, on 19 April the 1lth Mobile Port, then operating the Bris-
tol Channel ports, was attached to the Group and assigned to the 6th En-
gineer Special Brigade.)> To the 11th Port which was under the command
of Colonel R.S. Whitcomb were attached four port battalions; five am-
phibious truck companies; 3 Q.M. service companies; 1 Ordnance MAM Com-
pany; 1 utility detachment; and other units, bringing the total number
of troops to 8,600 officers and enlisted men.

The 11lth Port was handicapped in preparing for its assigmment by
the brief period between the time of its selection and D-Day, the fact
that the 6th Engineer Special Brigade never issued its owmn plan of op-
eration, the difficulty in contacting and assembling for training the
units upon which it would depend for operations (these units were scat-
tered in various parts of Great Britain and District commanders were re-
luctant to release them from the necessary work they were performing)
and the delay, until 3 June, in the completion of operational plans by

Advance Section, COmzone.l6 Nevertheless, the persommel of the Port

15 Operation Report Neptune, op.cit., p. 12.

History of the T.C. in the ETO, Vol. IV, Section II, p. 1l; and
author'!s interview with Col. R.S. Whitcomb.
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headquarters underwent rigorous physical training in Waleg to fit them-

selves for strenuous duties that lay ahead, and they drew up plans for

establishing an SOP appropriate to their assigmment.

Orcanization of Advance Section, Comzone

Not to be overlooked amonz the many organizations formed to parti-
cipate in early Continental operations was the Advance Section of Com-
zone, which initially was attached to the First Army. Later, it was to
revert to Camzone control and serve as the advance base section head-
quarters for the U.S. forces invading from western Europe, following
along behind the victorious U.S. Armies. This Section was formed pro-
visionally on 7 February 1944, and obtained a permanent status on the
following 24 April. Its dutjes differed from both the Forward Echelon,
Comzone, and the T.C. Advance Echelon, for as indicated above, it served c’
as the important base section organization calling forth supplies and
personnel fram rear areas to meet the needs of the Armies, and-assist-
ing in the evacuation of the wounded.

The Advance Echelon of the T.C. on the other hand, established un-

der the supervision of Colonel D.¥. Traub during September 1943, was

formed chiefly to confer with higher echelons in the theater on trans-

sortation matters, and particularly to assist in planning ’.C. respon-

sibilities on the Continent.17

17

The staff of the Advance Schelon was

History of the T.C. in the ETO, Vol. II, pp. 138ff. Apparently as
part of his duties, Col. Traub served as a T.C. representative on the
Joint Logistics Staff Committee, an organization established by Octo-
ber 1943 under the auspices of the S0S, ETOUSA. At a Committee meet-
ing of 8 Oct. 1943, seven U.S. Naval officers, one WSA representative
and nine U.S. Amy officers were present. lLater the size of the Con-
rittee was increased and Col. Traub was then admitted to membership.
Quondum iwinutes of the lleeting of the Joint Logisties Staff Committea.

\\\\\



P 2N

-— “_-_—;:'_' -
o

built up only slowly, but By Maréh 1944 it had become well organized
along the lines of the theater’ OCOT. ueanwhile, Colonel Traub had spent
most of his time collaborating with SHAEF, the 21st Army Group and the
First U.S. Amy. On the basis of this collabaration, appropriate staff
sections of the Advance Echelon planned future T.C. work in the field
of port, railway, highway, and movement control operations.

The Forward Echelon, Comzone, was organized to precede Headquar-
ters, Comzone, to the Continent and, in particular, to take control of
supply activities on the beaches from the Advance Section, Comzone, on
D plus 41 (about 15 July), as Advance Section moved forward behind the
First Army. Building up the staff of Forward Echelon, Comzone, required
drawing personnel from active work with the various services during
strenuous D-Day preparatory activities. all indications pointed to the
necessity for this buildup, but because of the static combat conditions
on the Continent prevailing in mid-July, followed shortly by a rapid
advance after the breakthrough at St. Lo, the Forward Echelon, Comzone,
was not required for its intended assignment, and it never functioned
on the Continent.l® Instead s the persomel of its staff were distrib-
uted to Advance Section, Normandy Base Section, or Comzone Headquarters.

To return to a discussion of Advance Section (ADSEC), shortly after
its formation a Transportation section or branch was inaugurated with
the arrival in London of three officers and two enlisted men from the
4th Port, and two officers and two enlisted men from the 3rd Group Regu-

lating Station, 19 On 13 February Colonel William Koenig was appointed
18

Though this statement may be open to question as far as the entire
Forward Echelon is concerned, it is true for the Transportation Sec-
tien. Sece History of the T.C. in the ETO, Vol. IV, Section I, p. 1.

19 Ibid, Section V, p. 1.
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Transportation Officer, ADSEC, only to be replaced on 18 March by Colo-
nel G.W. Beeler. Meanwhile the staff was built up chiefly by obtaining
additional personnel from the 3rd Group Regulating Station, the 10th
Group Regulating Station, which arrived in the U.X. on 26 May, and re-
placement centers.zo At the same time units were requisitioned for at-
tachment to the Branch and plaming proceeded for motor transport routes
on the Cherbourg Peninsula and the operation of the 4th Port at Cher-
bourg. By 31 March 1944 reputedly there were nine divisions in the
Transportation Branch, namely the Executive, Planning and Control, Ad-
ministrative, Supply, Training, Movements, Highway, Rail and Marine Di-
visions and a Motor Transport Service. The continuance of a Motor
Transport Service, in view of the fact that there was a Highway Divi-
sion and by 31 March a Motor Transport Brigade in ADSEC, is subject to
doubt. In any case, before leaving for the Continent the Transportation
Branch, ADSEC, published SOPs for continental operations, assigned the
units that had become attached to it, prepared phasing and priority
lists and requisitioned supplies.

The activation of the Motor Transport Brigade occurred hurriedly
during the first part of Yay 1944, less than a month befors D-Day. On
1 May Colonel C.W. Richmond, in cammand of Depot G-25, was notified by

Lt. Generzl lee of his selection to head such a umit.zl

Official or-
ganization of the Brigade began on 16 May, and because no other person-
nel were imnediately available, Colonel Richmond was authorized to draw

troops from his former depot staff, From this source and from personnel

20 History of the Transportation Section, Advance Section, Communica-
tions Zone, ETOUSA, from Activation to 30 Sept. 1944, p. 2.

History of the T.C. in the ETO, Vol. IV, Section III.
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later drawn from the 10th Traffic Regulating Group, Colonel Richmond
began to build up the Motor Transport Brigade organization to a table

of organization calling for 43 officers and 169 enlisted men. Obviously,
the unit was handicapped by a lack of time, for its organization and its
functional procedure had to be worked out before D-Day. A special prob-
lem in organization and control arose because the Brigade was not recog-
nized beyond the authority of Advance Section, Comzone, to command or
administer T.C. units assigned to Advance Section. In other words, be-
cause Base Section and District cammanders held control of most T.C.
units that were assigned to operate within the Advance Section area of
command on the Continent, the Motor Transport Brigade could not super-

vise their training while they were in the U.K.

Training and Practice Exercises
It has been remarked that the U.S. troops were required to partici-

pate in 80 many practice amphibious assault exercises, that as D-Day
approached they were not only fully prepared to carry out their mission,
but were relieved that "the real thing" had come at last. These exer—
cises, in addition to the training provided individual units such as
port battalions and movement control officers for specific tasks s proved
a real boon to those officers who were administratively responsible for
mounting the invasion force. An assault training center had been estab-
lished at Ilfracombe, in Devonshire, in 1942, and was operated by Head-
quarters, ETOUSA, until late in 1943 when the First U.S. Army took con-
trol.22 The training region was then expanded to include the Slapton

Sands area, near Dartmouth.

22 First U.S. Army, Report of Operations, 20 Oct. 1943-1 Aug. 1944,
p. 19.
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The first practice amphibious exercise was held as the result of a ' '
directive issued by V Corps, 19 November 1943,23 one month before a di-
rective was issued to the Navy 1lth Amphibious Force to arrange for the
amphibious training of Naval forces and such Army divisions as were to ¥
be assigned by Headquarters, First Amy.zl’ The exercise was given the
code name "Duck". The 19 November directive called for the movement
under V Corps of the 29th Division, plus reinforcements (totalling
24,275 troops), by sea from Falmouth to seize the Slapton Sands area.
In this region topographical conditions closely resembled those of the
The U.S. Navy, the Service of Supply and 9th Air Force,
in addition to V Corps, were the principal participating agencies.25

The exercise was carried out during January 1944. A Transporta-
tion Corps representative coordinated the T.C. plan for the move, based @
on a tentative draft of a POM Short Sea Voyage, and the general operat-
ing procedure of the T.C. in the U.K. In accordance with planned Move-
ment Tables, troops and equipment were moved by RTOs from camps (Con-
centration areas) to Road Convoy Regulating Posts (RCRPs) of Marshall-
ing Areas, for planned craft loading by Embarkation Staff Officers (ESOs)

on the hards at embarkation areas. With minor changes, mainly admini-
strative, Exercise "Duck" was said to have proved that movement in ac-
cordance with the POM Short Sea Voyage » was highly successful for mount~-
ing future exercises and opera‘l:.ions.z6 l

The landing phase of the exercise was made as realistic as possible,

23 History of the T.C. in the ETO, Vol. III, Chap. I, p. 22.

24 Amphibious Operations, Invasion of Northern France, op.cit., Chap, 1,
p. 19,

25

History of the T.C. in the ETO, Vol. ITI, Chap. I, p. 22.
20 1vid, p. 23.
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Planes of the 9th Air Force simulated support for the Naval operations,
which consisted of manning the landing craft s convoying the entire force
and providing supporting gunfire from vessels offshore. In discharging
and landing cargo skicd loads were emploved., Skidloads were prepared by
placing cargo upon a platform with wooden runners, and making it secure
by lengthwise, girthwise and diagonal steel bands. The platforms could
be "skidded" along the ground or conveniently placed in Dukws from which
they were unloaded ashore by the use of a special transfer rig. The
rigs were devices which could be set up in less than an hour, and op-
erated by means of hand winches. Despite the care with which supplies
were bound to skids, some breakage occurred during the practice exercise.

Anmong the helpful lessons learned from Exercise Duck was that three
divisions could be mounted from the Plymouth-Portland-Falmouth—Dart;nouth
port areas, instead of one, as previously supposed;27 that ramps should
be designed to facilitate the loading of ISTS;ZB that a method of trac-
ing freight shipments must be initiated; and that for motor convoy, opera-
tions, it was important that the convoy commander make personal recon-
naissance of his vehicles, that convoy information be disseminated early
and completely, and that each unit concerned in a move should be con-
tacted as early as possible.

A second practice exercise, termed "Fox", was staged with two divi-
sions during March.?%9 The principal purpose of this exercise again was
to provide experience in marshalling, embarking and landing the 18,000

troops and 1,700 vehicles which made up or accompanied the force.BO Dur-

27 Qnaha Beachhead, op.cit., pp. 6=7.

28 History of the T.C. in ETO, Vol. III, Chap. I, p. 23.
29 Ibid, Vol. II, pp. 128ff.

30 Ibid, Vol. II, pp. 131ff.
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the letter :art of larch a third exercise was staged for VII Corps.
Cargo was loaded on two coasters according to prestowage plans fur-
nished ty the 13th Port and the theater OCOT. The coasters were dis-
charged by personnel attached to the 1lst Engineer Special Brigade, with-
out the participation of port battalions. In both this and the preced-
ing exercise, additional lessons were learned in movement s loading and
discharge of personnel and cargo.

liention also should be made of an embarkational exercise staged in
the Belfast port area fram 24 to 26 Harch, in which personnel and im-
pedimenta were loaded aboard vessels only theoretically. £ Personnel
embarked aboard vessels by marching up one gangplank and then returning
immediately to quayside by another gangplank., In like manner, after
each vehicle had been held 30 minutes at the quayside for theoretical
loading, it returned to the assembly point.
inally, there were two full scale dress rehearsals, one each for
V and VII Corps. The VII Corps, in conjunction with Naval Task Force U,
held maneuvers‘ in the Plymouth area during the latter part of April.
Unfortunately, when one of the escorting destroyers was damaged in a col-
lision, it was not able to prevent an attack on the convoy by a German
E-boat, which sank two ILSTs with some loss of life.32 During the first
weex in May Naval Task Force 0, with the troops of the Vv Corps staged a
long and successful dress rehearsal, employing the program worked out

for the Continental assault in all but the actual landing in Normandy.-~

7% History of the T.C. in the ETO, Vol. IIT, Chap. I, pp. 25-26.

Report by the Supreme Commander, op.cit., p. 17.
33 QGmaha Beachhead, op.cit., p. 7.
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¥ounting the Assault Force

The extreme complexity of last minute preparations affecting trans-
portation in the Neptune operation almost defy description. Stepped up
Allied Air Force bombing of German manufacturing centers, where such
commodities as oil and gasoline were turned out; and strategic trans-
portation centers, whose destruction would help to immobilize German
forces and supplies,34 was supplemented by clever deceptive Allied in-
vasion preparations which immobilized the German Fifteenth Army in the
Pas de Calais area, not only during the initial period of the Allied
amphibious assault but long afterward as well.3 5 Intelligence reports
on German coastal defenses and the strength of the German forces in
western Europe had to be kept up to date. General Eisenhower has re-
ported that on 3 June there were 36 German infantry and six panzer divi-
sions located in the Chamnel coastal area opposite England, from Holland
to Lorient, France. In the immediate area of the projected Normandy as-
sault, the Germans had concentrated one panzer and nine infantry divisions.

To counter these forces the U.S. had built up by 6 June a force of
1,533,000 troops that supplemented the British and Canadian strength.36
These troops and the materiel to support them had arrived in the U.K. in
ever increasi:ng quantities as D-Day approached, creating port, rail and
highway traffic problems which were camplicated by the simultaneous move-
ment of forces for mounting the invasion. Further reference to this

subject will be found in a later paragraph, but reference to incoming

34

Impact, U.S. Tactical air Power in Europe, prepared by Office of
Ass't Chief of 4ir Staff, Intelligence, Vol. III, #5, May 1945, Pp.
16ff,

Report by the Supreme Commander, op.cit., pp. 17-18.
The Winning of the War in Europe and the Pacific, op.cit., p. 30.

35
36
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cargo calls to mind the fact that the U.S. forces had stockpiled
2,500,000 tons of material for the invasion alone.

The Allied air Forces were required to take extra precautions to
see that the German Lufftwaffe did not interfere with Allied mounting
opcrations. The Allied Navies provided constant guard at sea for in-
coming convoys, while they assembled landing craft and put the final
touches to Naval Task Force preparations. Weather forecasts were close-
ly studied to determine the most feasible day and hour for launching the
amphibious attack. It is well known that after all loading of troops
and equipment had occurred for a 5 June assault, the weather forced
General Eisenhower to make a last minute decision in favor of 6 June.
keanwhile, vessels that already had put to sea were called back and
troops awaited impatiently in cramped vessel quarters.

Work continued on various construction, conversion or assembly
tasks, and perhaps none was more urgent than that on the various vessels
to be used in establishing the two artificial harbors, or Mulberries.
Labor disputes had caused delay in the construction of the large cenent
caissons or "phoenixes" which were to form a part of the Mulberry break-
water.37 The necessary tug allocations were in doubt until the lest mo-
ment. One favorable factor in connection with the Mulberries was that
their construction and subsequent erection on the Normandy beaches was
kept so secret that not until mid-July did the Germans realize their
existence and purpose,

Preparations for laying underwater pipelines for carrying precious

POL products across the Channel to Normandy also had to be brought to
37

Report by the Supreme Commander, op.cit., p. 12 and passim.
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successful completion. These were to be joined with pipelines which

the Corps of ©ngineers laid on the ground behind advancing U.S. Army
combat troops. Furthermore training of late troop arrivals continued.
‘ready cited, on D minus 8 the last group of troops who were assigned

36

to operate the all importdnt Duls reached England.” They were almost

ha
no

f

completely untrained in operation of the amphibious craft, and yet they
had to be "whipped into shape" by D-Day.

Various Allied or U.S. units, especially those which had been acti-
vated during the second quarter of 1944, had to camplete their organiza-
tion and finish their plans before the deadline date. Among those units,
and not previously mentioned, were BUCO, COTUG and TURCO, all concerned
with timely movement of ships, craft, personnel and cargo.

Of course, the Movement Control organizations of both the British
and American forces, in addition to the Hinistry of War Transport, were
primarily concerned with the control of movement of troops and their
equipment from the assembly and concentration areas to embarkation
areas.39 These organizations also were concerned with the movement of
cargo from depots and intransit depots designated to support Continental
operations. But to insure compliance with the phasing tables which had
been drawn up to regulate the flow of troops to the Continent, the build-
up control agency known as BUCO was created for joint British-U.S. op-

erations.*?" The american branch of this organizaiion, knom as BUCO-

3 wThree Men in a Dulwt, by M. Silverman, Saturday Evening Post,
20 Apr. 1946.

39 Historical Critique of the United Kingdom Overlord Movements, pre-
pared by U.K. Base Section Transportation Office, 1 Nove 1945.

40 Report of the General Board, USFET, Transportation Section, Study
#122, Op.cit., pc 22.
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ZST was responsible for U.S. troop movements to the Continent.

For the control of vessels to be used in the invasion, and their
expecitious turnaround, a joint U.S.-British traffic control agency was
created, and designated Turneround Control (TURCO). It was staffed
with both British and U.S. Naval personnel, and passed information rela-
tive to vessel return movement from the Continent to the T.C., in order
that the mobile port organizations could be prepared to reload the ves-
sels promptly.

And finally, under the 3ritish Admiralty a joint organization was
set up to control the use and operation of all towing craft to be em-
ployed. Primarily, these towing craft were tugs, hence the title of
the organization, CCTUG, but it should be noted that in an effort to
supplement the service given by tugs, barges later were towed to the

Continent behind Liberty ships.
Other types of special towing included not only the various ves-

sels used to form the Mulberries, but also what was called the "Davis-
typen raft.41 These rafts were constructed on a pattern similar to log
rafts used in American west coast timber areas. Essentially, they con-
sisted of a huge bundle of poles bound together by cables so as to with-
stand the heaviest seas and yet be easily dismantled. The rafts were
assembled prior to D-Tay and anchored in spots where they would not in-
terfere with the normal flow of ship traffic. After D-Day small tugs
operated by harbor craft companies and the Army Transport Corps towed
the rafts across the Channel and deposited them on the beaches. There

they were disassembled and their contents employed in various construc-

41

History of the T.C. in the 870, Vol. III, Chap. VII, p. 7.
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tion projects. Somewhat similar in method of operation was the rre«D-
Day loading of 16 barges with ammunition and POL. These barges were
ready several weeks before D-Day, and were stored in "spots of safety"
to avait H-Hour. BEarly in the assault period they were towed to Nor-
mandy and left on the beachss, where, as events proved, their cargo was
urgently required, and therefore was of great benefit to the combat
forces.

The most intricate and difficult task in preparing for D-Iay, how-
ever, was the outloading of the assault and follow-up forces anc the
buildup forces. The size of these forces and the amount of their equip-
ment and supplies, coupled with the necessity for paying very careful
attention to proper timing in their movement, and the necessity for si-
multaneously handling theecontinued influx of persommel and cargo from
the U.S. made this one of the great mounting operations of the war.

The scope and character of incoming passenger movements is indi-
cated by the fact that 385,295 U.S. troops arrived between 1 April and
28 June 191.4.42 Moving these troops fram the ports included the han-
dling of 500,000 pieces of baggage. During May when 7,000 troops ar-
rived aboard the USS WAKEFIELD, they raised the total for that month to
132,000, although only 125,000 troops could be accommodated on British
railroads during a month. In this case it therefore was necessary to
provide for the distribution of the 7,000 troops wholly by motor trans-
port. This was the largest persomnel move that motor transportatign had
handled in the U.K. The operation included the dispatch of personnel

in 11 separate convoys during 20 and 21 May; required the employment of
42 Tbid, Vol. ITI, Chap. III, pp. 1-2.
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400 trucks; involved delivery to 15 different destinations; and included
the movement of one convoy a total of 260 miles,

Handling cargo from incoming vessels was complicated by the virtual
closing of the Bristol Channel and south coast ports, and a lack of
coasters to transship cargo, since coasters were required in the mount-
ing of the invasion. Transportation difficulties were increased by the
fact that most of the incoming cargo was destined for depots in southern
F.'nglzmd.l’3

Added to these factors was the large number of cargo ship arrivals,
resulting from the previous delay in dispatching Bolero supplies, Dur-
ing May an additional 38 vessels reached U.K. waters s Over and above the
120 vessels that the Ministry of War Transport had allocated to the U.S.
Army for the month.%4 Berths could not be found for the extra 38 ves-
sels, and so they remained at anchorage, while debate proceeded as to
what should be done with their cargo. The Transportation Corps histori-
cal report for the period relates that the situation became so acute
that both the Prime Minister of Great Britain and President Roosevelt
had to be consulted in the matter. What their respective positions were
is not stated, but reference is made to a compromise which Jrovided for
dumping behind the port areas 40 percent of the cargo of the 38 vessels.

Such action was believed certain to result in the virtual loss of the
43

Brig. General Ross also complained about what he termed the "ginger—
‘bread" shipped to the U.X. from the U.S. He believed that 5,000 tons
of peanuts and 50,000 radio sets » battery operated, might well have
been left in the U.S. in favor of more essential cargo. In rerly to
this statement, Maj. Ceneral Gross agreed that there had been too
much "gingerbread®, but added that the T.C. had shipped what the
theatel’ commander requested. Personal letter to Maj.Gen. C.P. Gross
from Brig.Gen. F.S. Ross, 6 June 1944; and reply 19 June 1944.

44 History of the T.C. in the ETO, Vol. III, Chap. III, pp. 7-8.




LOADING OF U.S. ASSAULT FORCES FOR NORMANDY INVASION
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Since it was necessary to move 144,000 tons of supplies for pre-

14 4> Report of the General Board, USFET, Study #122, Chart. A naval re-
i port, however, states that the assembly ports for Force U alone were:
, Belfast; Plymouth; Dartmouth; Tor Bay; Weymouth Bay; Poole; Salcambe;
Torquay; Portland; Brixham; and Yarmouth. Amphibious Operations, In-
vasion of Northern France, Western Task Force, op.cit., Chap. 1
pp. 1lOff.

History of the T.C. in the ETO, Vol. III, Chap. IV, p. 3.
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loading vessels prior to D-Day, in addition to the supplies necessary
for mounting the assault forces, traffic on the British railroads was
particularly heavy. Troops might move from any of the 1,200 concentra-

177

tion areas in the U.X., to any of the 100 marshalling areas, to await

the call forward to embarkation areas. In the Tiestern Base Section move-
ment to the marshalling areas, of which there were 28, began as carly
48

as 17 april. Some troops were moved out to the Southern Base Section T
and some troops were moved into the i.estern Base Section urin: the ,,
mounting period. Additional administrative responsibilities ere placed
on liovement Control personnel in the latter section duri seriod,
and yet the number of lovement Control personnel declin

In the Southern Base Section the heaviest movement of onnel
and freight occurred during the mounting period. D-Day the 1 !’
Transportation Office of that Base Section was operating more than 100
District Transportation QOffices and RTO installations. Ther. ‘ere
ients of 11 Traffic Regulating Croups in operation, but the tremendous

novenent of troops and supplies to the marshallin; areas mace .t neces-

sary to seek additional help, esvecially since there was a of

i

available officer personnel, Other branches of the servi other

ections managed to send an addition 1 50 officers and additional

enlisted jersonnel to help out. '
The Road Traffic Branc of the Southern Base Section became ex-~

trezely busy uring ! nd June. It becai the coo: !inating office be- l

tween other Base Sections and the Districts. Certain towns such as
4 omaha Beachhead, cp.cit., p. 2.

fistory of the T.C. in the BTO, Vol. III Chape , pe 1l .
Ibid, Chap. VI, p. 2. 4 (}
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Gloucester, Cheltenham, Cirencester and Qxford which served as funnels
through which traffic from or to other Base Sections flowed, became
ecritical points. Special traffic posts were established at these points,
and because traffic control was largely decentralized to the District
Offices, conferences between the Regional and the District Officers
worked out procedures and problems. The Regional Office allotted the
District Offices block timing for their moves. Daily meetings were
held with the British to provide coordination of movements and settle
any problems that arose. Regional and District Offices worked on a 24~
hour schedule.

With D minus two the first movements into marshalling areas
started. 50 The biggest unforeseen problem was the proper allocation
of units. Many of the locations given by the Embarkation Commander were
found to be false. Consequently, a special section was set up in the
Regional Office to handle the relocation of these units and pass the in-
formation to the Districts. Lack of time in which to notify units was
another problem. This was solved by having RTOs alert units from the
forecasts which were already issued, so that when the actual tables were
distributed, units would already have been located and would be waiting
their final instructions.

From 4 June to 13 June 29,000 vehicles and 152,000 troops were
moved to marshalling areas in the Southern Base Section, and thereafter
an average of 3,000 vehicles and 15,000 troops moved to marshalling
areas daily. The orderly and timely movement of these troops and ve-
hicles required Transportation Corps personnel to coordinate military
50 1viq, p. 6
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police motorcyclists, Ordnance patrols to stand ready to repair any ve-
hicle that might be damaged or breai down while in convoy, iiedical serv-
ices in the event of casualties, Sizmal Corps messengers in the event of
cormunications disruption, and practically every other phase of Army ac-
tivity, ot
Statistics have not been made available for the movement of supplies

in the Southern Base Section during the weeks preceding D-Day, but for
the entire month of June the following operational movements are record-
ed for only the (xford District of that Rase Sec't,ion:52

Special Freight Trains 250

Ordinary Rail Shipments (No. of Trains) 112

Ordinary Motor Shipments (" n " ) 187

Red Ball Bxpress liotor Shipments (" ) 54

Creen Light Hotor and Pail Shipments (") 9

TOTAL TOIMNAGE 47,287 - DT
For the same nonth, the following types of Overlord personnel move-

ments by rail are listed:

Personnel from District in Movement Overlord 26,724

" " " " Routine Movements 6,515

" into " " OQperational lovements 18,740

" n n " Routine Movements 16,025

" on Hospital Trains 15,528
Prisoners of Viar 1

Total 84,541

During June the Oxford Tistrict (Southern Base-Section) Transpor-
tation headguarters also arranged for the movement of 866 motor vehicle

convoys, involving 28,491 vehicles and handling 69,112 personnel.

pons

s - el R ot
ibid, p. 10. For similar movements in the Salisbury District, see




